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I Some In it ia l  Pacts .About Suburban Service
The idea of suburban service is not new. The f i rs t  steam
suburban train operated in the city of Chicago dates back as far
1 Pas the year I860", and ran from the old Twelfth Street terminus
o f  t he I l l ino is  Central Railroad Company as far as Jackson Park.
The last twenty years has seen a remarkable growth and 
development of the railroad suburban business in Chicago. In fact, 
the f irs t  suburban trains resembled closely the local service as 
operated over the railroads in the early sixties. As a general 
thing the suburbs were smell towns situated within a few miles of 
the business d istr ict,  while others were farther apart. They were 
thinly populated and the populat ion was stationary. There was no 
great movement of the population to the city in the morning, for 
their day’ s work, and back again at night like at the present time. 
The train service was slow and infrequent. The road was operated 
by men who gave l i t t l e  heed to the question of developing suburban 
t ra f f ic ,  and who had l i t t l e  or no experience in the operation of 
suburban service a s we know it today.
Conditions have changed however; the I l l in o is  Central soon 
began to see some of the opportunities for development of this ser­
vice into a paying and lucrative business, as a result of which the 
suburban service has been placed on a more stable footing as time 
went on. The congestion of the main line has been relieved by the 
construction of a four track railroad, paralleling the main line,
1. Estimated
2. This station has long since been demolished to make way for 
the present terminal at Twelfth street and Park Row.
383 far as Blue Island. With this improvement has come improve­
ments in speed, and in service. High speed has been made possible 
by the construction of this new line, and with higher speed there 
has arisen the opportunity to compete with the other lines doing 
a suburban business within the city.
The I l l ino is  Central's suburban service received its 
greatest development after the great demand for service during the 
year 1892 when the World's Fair was held in Chicago1. During the 
months the Fair was open the suburban fa c i l i t i e s  o f  the above road 
were taxed to their capacity in order to take care o f  their regular - 
service and provide transportation fa c i l i t i e s  for the thousands of 
outsiders, who came to the city from a l l  sections o f  the country.
Prior to this date the suburban service was imperfect and 
only to a limited extent had the Chicago railroads provided for  the • 
conveyence o f  passengers using their suburban trains. Ihe car 
ceilings were low, and in winter the cars were poorly heated. i’he 
absence of spark arresters on the locomotives often f i l l e d  the cars 
with cinders. Lighting of the cars was exceedingly poor. In many 
instances the track was rough and the jo lt ing o f  the trains made 
comfortable riding impossible. i’he present system o f  paying one's
p
fare before boarding the train was unknown . pickets were bought 
before boarding trains, consequently the speed was slackened in 
order to give the conductor plenty of time to work his train before
the next stop was reached. Ihe same may be said of platforms at 
stations^. Ihey were not elevatei to the height of the car plat-
1. Mr. G. W. Berry, i’erminal Superintendent I l l ino is  Central Rail­
way.
2. Employed by the I l l ino is  Central.
3. Ihe I l l in o is  Central i 3 the only one in the c ity  makkng use of 
this method to lessen the time of loading and unloading passen­
gers at suburban stations.
4form to permit easy egress and entrance at stations.
However, experience soon enabled improvements to be made 
and a perusal of the subsequent chapters of this essay w i l l  reveal 
how remarkable an advance in speed, convenience, and safety has 
been accompl ished. Uow-a-days a journey from one's residence to 
one's place of business is no more to be dreaded as was once the 
esse, but, instead, it is much to be desired by those living in the 
suburbs and the city, provided a saving in time and money may re- 
s ult.
The I l l in o is  Central Re ilroad Company 
The I l l ino is  Central Railroad now has an e f f ic ien t  suburban 
service operating over a four track route o f  twenty-six miles ex­
tending from Randolph otreet on the north, south along the lake 
front to Jlatteson. In this way the local and express trains are 
operated on separate pairs of tracks to and from the c ity .  In 
addition to this mileage there is a branch l ine runring southwest 
from 119th Street to Blue Island, a distance of f i f teen miles from 
the Randolph Street terminal. Rrorn 67th street a second branch line 
extends south a long the lake shore to 91st Street for about thre’e 
miles. The main tracks o f  the I l l ino is  Central are not used for 
suburban service, except in cases where an emergency demands i t .
In contrast with the other roads doing a suburban business, the 
I l l in o is  Central's suburban service is notable for the fact that 
i t  is purely suburban, i .e .  no through trains are operated over 
these trakcs.
Ihe Chicago, Rock IsL and and Pac i f ic Ra ilroad 
The Chicago, Rock Island and Pacific railroad was the sec-
5ond steam railroad to insugerate the running of suburban trains in 
the city . The service as now operated extends from the LaSalle 
Street Station south to Englewood and thence southwest to 31ue 
Island. I t  is about sixteen miles long. Some ten years ego a 
double tracked line was constructed, leaving the main line, at 
88th Street, primarily to build up the suburbs of Brainsrd, Bever­
ly H i l l3 , longwood, Walden,Tracy, Belmont, Morgan Park. Raymond, 
and Burr Oak. This line runs due west to Beverly H il ls  and thenoe 
south to Blue Island a distance of f ive  miles. The f i r s t  twelve 
miles of the route to Englewood are run over the tracks of  the Hew 
York Central, formerly the Lake Shore and Michigan Southern.
The Chicago and Horthwastern Ra ilro sd
The Chicago and northwestern railroad began the operation
of suburban trains over its three divisions running into Chicago
shortly a fter  the Rock Island had commenced to run a suburban ser- 
2vice ' .  I t  has thelargest mileage o f  any railroad operating subur­
ban trains in the c ity . The total mileage over which suburban 
trains are operated is 219 miles. This large showing is due to the 
fact that suburban trains are operated as for north as Milwaukee, 
a distance of 85 miles; and northwest to Lake Geneva, 70 mile3 
distance from the city . Trains are also run to Williams Bay on 
the Galena Division for a distance of 58 miles. The total mileage 
for the suburban zone is 96, divided as follows: to West Chicago on 
the Galena Division 30 miles; to Barrington on the Wisconsin Divi-
1. Mr. L. M. Allan, Passenger Traffic Manager, Chicago, Rock 
Island and Pacific Railroad.
Mr. H. R. McCullogh, Vice-president Traffic Department, Chicago, 
Northwestern Railroad.
6sion 31 miles, end to Waukegan on the Milwaukee Division a distance 
from Chicago of 35 miles. Unlike the I l l in o is  Central's the four 
tracks in operation are used both for through and suburban trains.
?he Chic ago, Burl ington a nd Quincy
The Chicago, Burlington, and Quincy railroad is the next 
largest railroad in Chicago doing a suburban business. Eot very 
much con be said of this road except that the suburban service is 
operated on the main line, in conjunction with through trains for 
a distance o f  37 mile3. I t  serves a thickly populated territory 
and enjoys a lucrative business from its theatre tra f f ic .
Among the minor suburban railroads in the City of Chicago 
may be mentioned the Wabash with 39 miles, the Grand Trunk with 
23 miles, and the Chicago and Western Indiana Railroad with 16 
miles, part of which is operated over a mein l ine  and the rest over 
branch lines. The following table w i l l  show more clearly the 
total mileage operated, the number of trains run, together with the 
number of passengers carried for a l l  the railroads operating subur­
ban trains to and from Chicago^.
Bion J. Arnold, pp 233-235
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8I I  The 3ources o f  Suburban Passenger Traffic
The main object o f  the present chapter is to consider the 
source o f  suburban railway passenger t ra f f i c  in Chicago, by in­
quiring into the classes o f  passengers handled and by studying then 
individual requirements in service, so that we may see whether the 
most e ffective means are employed for  the development o f  this 
business.
First o f  a l l  among those patronizing the railway suburban 
service may be mentioned the business people, who become increas­
ingly Important to the railroads as modern methods of doing busi­
ness are more and more developed. As business ac t iv it ies  become 
more developed end prosperous, between industrial centers within 
the city, the mere existence o f  such business conditions w i l l  cause s 
a movement of persons, in speaking of business people we mean 
clerks, stenographers, entrepreneurs, professional men, and so on, 
whose place of work is in the "loop District" ,  the so-called heart 
of the city. Every morning, during the year, finds this vast army 
o f  men and women flocking to the stations' along the lines of the 
various railroads running into the city , waiting to be transported 
by trains in order that they may enter off ices and stores for  the 
day's work, and at night returned to their homes by the same trains 
which carried them into the cityJ They have contributed quite a 
large quota towards railroad revenues. To a certain extent this 
group o f  travellers seems to be capable c f  being further stimulated 
to use railroad suburban service. Time is a most important consid­
eration to such people. Therefore, express or local service o f fer-
1. Walter E. Weyl; Chapter V, p. 61
xng speed w i l l  be a very e f fec t ive  means to encourage this class of 
people to travel on suburban trains. Business people are also very 
particular to arrange their time so that as l i t t l e  as possible 
shall be wasted. They do not l ike to 3pend their time in the train 
i f  they can help i t ,  nor do they wish to travel in that part of the 
day when they feel that it  is not very convenient for them to do 
so. With regard to this point the railroad rranagers have met this 
peculiar situation excellently. Great care is now made to make 
the schedule of train services suitable for business people.
The arrangement of the timetable, both as regards depart­
ures and arrivals, is highly important for the convenience of busi­
ness people,* so far as possible the schedules should be so arrang­
ed as not to confl ict too much with the interest of these passen­
gers. A l i t t l e  consideration along this line on the part o f  r a i l ­
road managers will  go a long way to stimulate more travelling.
I t  is not l ikely that cheap fares w i l l  do much good in 
enlarging this class o f  t ra f f i c ,  as railway suburban fares are 
already small in comparison with other business expenses, and 
s t i l l  more insignificant when compared with the magnitude of pro­
f i ts  and interests that may be derived from travelling by suburban 
tra ins.
With the steady expansion o f  the commercial and industrial 
act iv it ies  of  the c i ty ,  the encroachment of business establishments 
upon the residence d is tr ic t  and the entrance into the inner city 
area of  foreign peoples with restricted standards of  l iv ing, there 
has developed a keener demand for homes more remote from the centra 
area. In the main, the railroads have encouraged this class of 
travel by the inauguration o f  fast suburban express service on
10
their lines to end from these outlying towns, and that they are 
being amply rewarded for their trouble and expense is shown by 
the figures given in the table below. The figures shown are those 
pertaining to the Chicago and Northwestern railroad's suburban ser­
vice as operated over its three divisions running from the heart 
o f  the c ity  to the purely residental c i t ies  and towns lying to the 
north and west of the city'1.
1. A careful record is kept at the Northwestern Terminal, 
Chicago, of every one of  the ccme 206* suburban tra ins in and out 
daily on the Galena, Milwaukee, and Wisconsin Divisions. These 
records besides containing the total number of passengers carried 
daily on each division, and the total carried on a l l  divisions 
daily, show the total number of passengers carried each trip by 
train number. On the large table the large numbers are for the 
rush hours in and outbound ft>r each division. The small numbers 
apply to those carried in and out o f  the city between the morning 
rush hours, from 6:15 A.M. - 9:30 A.M.; and the evening rush hours 
from 4:30 PJ.M - 6:30 P.M.; and thereafter.
2. These figures are made up in the of f ice  of the Terminal 
Superintendent from conductor's daily train report, showing the 
number of passengers carried by him each trip to and from the c ity, 
and the number of his train.
As being closely a l l ied with the above named class o f  pass- • 
engers from the point of view of suburban train service, we may alsc 
mention the laboring class as an important source of suburban pass­
enger tra f f ic .  It  is chiefly within the city o f  i ts  immediate 
environs, however, that such tra f f ic  has grown apace. Labor is the 
most important factor to be considered in the establishment of a 
factory. The ultimate solution of this important problem depends 
to a great extent upon the cooperation o f  the railroads. In a big 
city l ike Chicago where large industrial plants are situated, land 
becomes very valuable. I t  becomes impossible even for well-to-do 
people, much less Ibf the workingman,to l ive  in the city. There­
fore, workingmen are compelled by the consequent rise in urban rents
Chicago and Northwestern Railroad Company Statistics o f Passengers Handled Daily on Through Suburban Trains per Week in 
and out of Passenger Terminal During the Month of November 1916, compared with the Month of November 1915.
Galena Division Wisconsin Division Milwaukee Division Total
Through Suburban Through Suburban Through Suburban
Nov. In Out In Out ______In Out In Out
1 1302 1316 4751 4424 16l0 1457 5909 5606 SMB 6470 6689 6069 51892
2 1229 1305 4644 4446 1661 1441 5814 5321 6471 6501 6450 6128 51411
3 1324 1634 5181 4629 1768 1745 6189 5493 6798 6639 6484 6128 54011
4 1544 1779 5401 4728 1757 1972 6282 5320 7765 7833 6877 5809 57067
5 1420 1084 1799 1048 1657 1032 1569 1424 4686 5390 237 225 21569
6 1099 1277 4520 4215 1729 1632 6120 5577 6643 6988 6549 6310 52659
7 1244 1273 4180 3858 1493 1828 5644 4628 6571 5865 5903 5294 47781
8 1225 1535 4540 5132 1586 1644 5652 5627 6069 7630 6066 6198 52904
9 1132 1207 4959 4397 1456 1381 6043 5110 6231 6547 6550 6234 51247
10 1198 1287 4903 4498 1652 1533 5840 5463 6351 6438 6446 6193 51202
11 1459 1483 5562 4113 1976 1908 6422 4821 7406 7132 7731 7210 57223
12 1321 1085 1736 1384 1405 1090 1271 1347 4326 4857 252 176 20250
13 1110 1541 4465 3842 1874 1629 6110 5466 6439 6995 6650 6186 52307
14 1267 1337 5083 4719 1550 1440 5739 5361 6585 6551 6903 6044 52579
15 1163 1315 4562 4615 1414 1470 5975 5644 6537 6892 6723 6322 52632
16 1175 1546 4952 4504 1643 1428 5850 5601 6533 7478 6838 6590 53938
17 1491 1210 5340 4459 1581 1560 6078 5433 6705 6418 6777 6334 53386
18 1496 1486 5384 4582 1280 1929 6522 5538 7527 7347 7122 6001 56714
19 1297 1034 1595 1250 1391 1136 1589 1540 4187 5069 180 206 2047420 1268 1559 5219 4709 1729 1562 6248 5505 6496 6732 6782 6305 5411421 1248 1347 5004 4324 1575 1525 6046 5235 6520 6617 7034 6208 5238322 1227 1379 4945 4261 1542 1300 6003 5273 6253 6094 6668 6215 5118023 1226 1226 4893 4357 1469 1373 6078 5089 5976 5895 5976 6086 49644
24 1315 1352 5156 5007 1661 1553 6057 5526 6496 6063 6754 6230 53160
25 1545 1483 5636 4446 1836 1915 6551 5170 7046 6763 7011 5439 54841
26 1177 1118 1479 1268 1375 1064 1262 1773 4037 4670 272 245 19140
27 1281 1407 5310 4293 173‘9 1574 6137 5631 6619 6606 6959 6488 53944
28 1413 1368 5070 4489 1641 1588 6287 5548 6257 6231 6219 6284 52895
29 2150 2379 5886 5160 2063 2327 6298 5971 7860 7856 6968 6485 61403
30 1752 1215 2639 1482 1301 1256 1968 1680 5750 5261 1638 1638 27580 
1.442,630 
1,337.804 - 
104' 2ST
1915
Increase
13 14
Chicago and Northwestern Railroad Company, S tatistics of Suburban Passengers Carried, Per Train for
Month of November 1916.
Date
Train
117
Numbers
151
Train
119
Numbers
113
Train
149
Numbers
153
Train
165
Numbers
205
Train
155
Numbers
209
Train
157
Numbers
107
Train
111
Numbers
101
Train
405
Numbers
159
Nov.l 81 291 210 140 142 171 _ 166 192 119 222 83 161 67 66 2792 87 290 194 135 112 141 ____ 128 236 117 232 125 186 85 76 1843 74 271 220 175 105 154 . . . 160 244 127 259 122 191 76 55 1834 90 247 175 126 164 225 — 179 247 149 286 157 201 96 41 2595 103 --- -- 231 236 - - - — 257 — — — 212 152 161 106 58 4156 100 345 274 175 133 162 — 152 262 151 230 109 144 76 52 2047 52 183 263 122 146 149 ____ 130 247 98 167 95 151 100 68 1388 152 184 241 202 141 170 ____ 175 187 123 212 122 152 145 58 1499 107 253 222 160 127 133 ____ 150 209 134 225 121 152 109 67 15010 84 272 201 166 90 143 ____ 147 215 100 226 134 168 91 52 14111 61 240 179 140 102 137 ____ 178 254 164 358 152 189 92 54 21412 79 - - - 141 220 — __- £40 ____ — — 108 111 157 116 59 38313 143 341 302 253 140 148 - __ 200 244 194 212 168 131 91 64 13014 104 252 192 200 111 154 ____ 178 204 100 208 140 149 98 57 17915 73 228 149 160 110 116 ____ 182 198 97 241 151 122 85 65 74016 64 238 178 188 85 180 223 140 243 128 148 92 69 18517 53 266 224 136 127 135 . . . 1- 1302- 1 00212 130 242 155 134 78 65 11318 57 215 152 107 96 137 — * 188 257 223 276 102 189 104 65 23519 102 — 174 246 . . . — £64 . . . . . . ____ 154 124 159 111 81 363 120 144 318 229 228 189 168 ____ 167 201 134 236 128 182 , 1Q5 62 16221 91 250 194 194 139 155 — 190 216 142 255 169 198 J-27Q 54 13722 78 285 182 181 121 127 — 142 204 97 185 128 131 97 66 18623 69 227 167 165 114 126 — 142 178 87 195 97 137 78 62 16624 58 228 184 132 98 122 — 135 164 130 216 117 157 91 58 13125 64 240 154 108 104 135 — 210 278 159 276 137 115 71 80 27426 52 — 162 212 — . . . 307 ____ . . . _ 153 100 166 75 113 36027 129 302 251 210 163 198 •  — 230 244 193 237 103 151 79 15828 75 266 227 192 159 148 . . . 192 237 144 206 117 154 92 7129 69 238 191 146 111 i i&Q — 151 273 320 315 282 335 194 84 l ZM30 121 68 263 296 258 1 -  15322- 120— 75 116 83 96 91 93 72 40 k m
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and the increase in population to reside outside o f  the city where 
land is not so expensive. In alleviating the workingmen's economic 
condition, the railroads w il l  undertake to carry them from their 
residence to their place of work in shop or factory in the morning 
and bring them back in the evening. In this regard cheap work­
men's tickets, convenient train schedules,' and punctual service 
w i l l  be important in promoting this business^"
In considering this phase of the labor problem the r a i l ­
road is brought immediately to the consideration of the suburban 
fares and their relation to rents. The laboring class is an im­
portant source of railway revenue and should be developed by every 
possible means at hand. Ihe solution of possible development of 
this kind o f  travel depends to a grept extent upon the circumstances •
t
of  the people served and their characteristics. The modern busi- ; 
ness conditions in the city demand that a large majority o f  its 
population sha "l travel to and from its work. It w i l l  be seen that 
as the volume of the business grows the congestion of tra f f ic  be­
comes da ily a more important railroad problem, because more travel­
ling is required d“n the part of the workers to better their condi­
tion of l iv ing. Since in the modern large city, and Chicago is 
typical of them a l l ,  there is a tendency for the laboring classes 
to mroup themselves into residential quarters or d istr icts,  and 
to travel from these surrounding districts to f i l l  their respective ’ 
places in shop or factory, i t  is plainly to be seen that the grad­
ual building up o f  these suburbs for the laboring class to dwell' 
in can be accomplished by the existence of a highly developed and
1. V/alter E. Weyl; Chapter V, p. 61
16
e f f ic ien t  train service connecting these districts with the city. 
In order that the railroads nay develop this class of travel to 
i ts  highest revenue possibil it ies, i t  is quite necessary that the 
fare charged should be so arranged as to allow the cost of travel­
l ing  plus the rent to be less than or no more than the rent paid 
within the c i ty  limits by the workingman. . I f  the rate of fare is 
made so high that the cost o f  travelling plus the rent in the sub­
urb is greater than the rent in the c ity ,  the workingman w i l l  find 
i t  to his economic advantage to move into the c ity ,  with the re­
sult that the railroad wil l  suffer a loss of revenue'1".
The large increase in population, together with the chang­
ing financial and social conditions throughout the United States, 
people of means ore coming to Chicago go see the sights of a great 
c ity , and enjoy the pleasures offered by the large hotels, numer­
ous stores, extensive parks, and so on. These may be called 
"Pleasure seekers", and form s t i l l  another class o f  the railroads 
increasing and regular customers. It is estimated that during the
O
summer months of 1916 some 800,000 persons came to Chicago bent 
on pleasure alone. They are imbued with the idea to v i s i t  the 
great city which offers so many different attractions, the desire
3
to improve their health by a change of  air and surroundings .
That they form 8 large percentage o f  the tra f f ic  handled between 
the rush hours is certs in, and in turn they contribute no small 
amount of  revenue to the railroads especially the I l l in o is  Central 
and northwestern, which are the only roads in the city running in
1. Walter E. Weyl; Chapter V, p. 62.
2 . Passenger Traffic Janager, I l l in o is  Central Railroad.
3. Walter E. Weyl; Chapter V, p. 63.
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proximity to the pleasure resorts, beaches, end paries.
Because they are travelling for pleasure this class of 
passengers can be influenced by the managers of the above roads 
in calling attention to such attractions, as already exist along 
their respective lines, namely the lake, parks, and so on. Speed 
and safety, with frequent service are particularly appealing to 
such people, since ,their primary object is to seek rest and pleas­
ure by reducing distance.
Another class o f  persons who patronize the suburban pretty 
often are those moved by the desire to v i s i t  friends and relatives'^ 
There are no available statistics showing the actual number travel­
ling for this purpose, but by reason of its popularity the revenue 
derived from them may be quite considerable. I t  is therefore 
worth while for the railroads offering suburban service to pay 
particular attention to this business. I t  is not possible that 
the average length of journey of each tr ip of this class of passen­
gers w i l l  be very great. Therefore, they demand convenient train 
schedules, speed end safety, in the service. The twenty-five ride 
ticket is offered by me ny roads, especially to foster this kind 
of travelling.
Theaters are important attractions to stimulate people to 
travel on suburban trains, and offers another source of revenue
2
exclusive o f  that derived from travel for business and pleasure . 
The central pert of the city o f  Chicago offers very extensive 
theatrical attractions and people come in from the suburbs, and 
distr icts  within the city: in large numbers daily to attend evening
1. Walter E. Weyl; Chapter V, p. 62
2. Walter E. Weyl; Chapter Y, p. 61
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performances. It is well worthwhile for the railroads doing a 
suburban business to pay attention to the needs of th is  class o f  
passengers. Although we are not certain yet as to the net profits 
of the roads engaged in moving this group of patrons forming the 
theater t ra f f ic ,  i t  w i l l  not be incorrect to assume that the pro­
f i t s  so derived w i l l  be unusual.
The Chicago, Burlington, and .^uincy is foremost of the 
Chicago railroads doing a suburban passenger business in i ts  
attempt to ibster and develop this nav kind of travel. A brie f  
description of its evening theatre suburban service is as follows: 
Beginning at Belmont, the outer terminus of the suburban zone, 
three trains are run into the c ity  at intervals of an hour. The 
f i rs t  train leaves at 5:45 , the second at 6:45 ? .J . , and the
third at 7:45 P.iitl. The distance of twenty-two miles is made in 
an hour, which is quite rerrBrkable when one considers that twenty- 
two stops are made to take on passengers going to the city. Such 
service provides ample time for theater goers to reach the city in 
time for the evening performances, snd as many o f  the vaudeville 
houses "ive two performances during the evening this service i s  pro­
vided fo r  those attending either perforironce. Returning the trains' 
leave Chicago at 9:47, 10:35, 11:10, 11:45, and 12:45 A.II.
In 8 l ike manner provision is made for matinees, the ser­
vice being more frequent than that provided for the evening tra f f ic  . 
Afternoon trains leave Belmont at 2:00, 2:20, 2:55, end 3:30. Re­
turning trains leave at intervals of from five to f i fteen minutes, 
beginning at f ive  o'clock, and oc ntinuing t i l l  6:14. That this 
special train service meets a long fe l t  want is shown by the fsct 
that between six and eight cars are carried by each train, and
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often times standing room is  at a premium.
It  is impossible in an essay of this sort to lay down rules 
which w i l l  guide railway managers in the solution o f  the practical 
problems arising from the local conditions which he is to serve.
The fluctuations in an anticipated tra f f ic  may be due to those 
peculiar characteristics of human nature which are not capable o f  
being solved with the knowledge at hand.
Sometimes an attempt is m»de by railroad managers to estim­
ate the probable earnings from one of.the above sources o f  tra f f ic  
on his l ine by a comparison of the earnings from other roads en­
gaged in the same kind o f  t ra f f ic .  An examination of the earnings 
o f  the numerous reeds doing a suburban passenger business w il l  show 
that the gross receipts per mile of road are exceedingly variable 
for those roads in the some section of the city, and having approx­
imately the same mileage. The earnings per mile o f  railroad w i l l  
bear a close relation to the frequency of suburban train service. 
This is borne out by the fact that the earnings per mile o f  the 
large roads, as the Rock Island, the I l l in o is  Central, the Burling­
ton, and the Eorthwestern are more nearly uniform than that o f  the 
smaller roads. The revenue per train mile from the smaller roads, 
while it covers a far larger range than in the case o f  the larger 
roads, is nevertheless a figure with some limitations. It  seldom 
drops below a fixed rate, and cases are rare when i t  rises above 
i t 1. But even such a figure is of l i t t l e  value until the proper 
number o f  train miles per year can be determined, and this after
1. Two dollars a mile in the case o f  the Chicago and Western ;
Indiana Railroad.
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a l l  brings us back to the point from which we started, namely, the 
determination o f  the amount of tra f f ic  which can be stimulated from 
a given source. I t  is clear that on roads having a very small 
suburban t ra f f ic  the number of trains w il l  not be s tr ic t ly  propor­
tional to the number of  passengers carried. Nevertheless, i f  the 
number of suburban trains is increased in order to stimulate traffic 
the revenue per train mile w i l l  be reduced, although i t  is some­
times a wise proceeding to do so, in the hope that the additional 
service provided w il l  attract enough t ra f f i c  to meet the los3 o f  
revenue per mile, and perhaps increase i t  to some extent.
Having decided on some estimate for the receipts per capi­
ta o f  the tributary source o f  t ra f f ic ,  even i f  only for a prelimi­
nary or rough estimate, the next step is to determine the probable 
number o f  people, who can be counted on to use the service, vThere 
a railroad,as the lake Shore, passes through suburbs which are also 
served by one or more competing lines, fo r  instance the Pennsylvania 
and Grand Trunk System, i t  is not safe to consider that the entire 
population of that suburb w il l  contribute a third o f  i ts  people to 
any one road. In fact, i t  would be more nearly accurate to state 
that the number using the service multiplied by the population of 
the d istr ic t  wil l  be distributed among' a l l  the roads concerned in 
the re la t ive  proportion of their importance to the people using 
suburban service. Or, in other words, i f  we divide the population 
of the suburb into p-rts proportional to the re la t ive  importance 
o f  the roads we may consider that the volume of t ra f f ic  to be ob- 
taine w il l  equal that proportion of the total population multi­
plied by the average number using the service already in existence. 
By application of this principle, for  estimating the source o f
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t ra f f i c  to each suburb along the line of above railroad, we may 
obtain a rough estimate o f  the total tra f f ic  l ikely to travel over 
the lake Shore Railroad1.
1 W. L. Webb, Economics of Railroad location; Chapter V
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I I I  Factors Affecting Railroad Passenger tra f f ic
In the preceding chapter we have attempted to describe in 
some detail the different classes of people in the city of Chicago 
who travel on railroad suburban trains. It  is the purpose of the 
present chapter to give our attention to those factors which exert 
an influence over suburban passenger tra f f ic .  A careful study and 
analysis of these factors is very necessary to the railroad mareger 
whereby he is able to judge along what line the tra f f ic  is decreas­
ed or can be overcome to the advantage of his company. What fact­
ors cause t ra f f ic  to increase or decrease, and what is the best 
method to be used in overcoming them. To u t i l ize  the material and 
a r t i f i c ia l  advantages o f  the city for the benefits of suburban 
business a careful study of the factors involved is clearly essen­
t ia l .
Distance and the factor o f  time are important determinants 
to the density of suburban t r a f f i c 1. Very few railroad o f f ic ia ls  
realize the smallness of the amount o f  leisure at the disposal of 
the population of Chicago. This i 3 shown in the difference between' 
week day and Sunday tra f f ic  on the northwestern in particular. A
O
careful examination of the daily suburban passenger" movement over 
that railroad for the month of November 1916 w i l l  reveal this situa­
tion.
The factor of time sets up a definite limit to the distance 
where it is economical for the business man, in particular, to l ive ,  
away from his place of work. Long distance and the factor of time 
always tend to operate against the best interests of the suburoan 
railroad. I f  the passenger has to be transported ten, twenty, or
1. Walter E. Y/eyl, p. 58
2. Chapter I I ,  pp. 12, 15
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thirty miles, as is often the case in Chicago, he w i l l  have l i t t l e  
incentive to travel for two main reasons. In the f i rs t  place in 
travelling long distances on suburban trains, he has to pay a pro­
portionately high rate, (the rate by street car in Chicago is five 
cents, whether the distance is ten miles or two blocks); and i f  
he belongs to the laboring class he can not afford to do so. In 
the second place long journeys tend to increase discomfort and 
monotony when kept up day in and day out. Hot only the distance 
from his residence to the city, but the distance from the terminal 
station to his place of work is going to affect the density of 
t ra f f ic  over one or more competing roads running in from the same 
suburb. The following table taken from Ir. 3ion J. Arnold's book  ^
shows the application of this theory.
Distance From Elevated Stations and Business Center (Dear­
born and Madison Streets) to Present Chicago Terminals.
Distance Main Distance ..lain Distance to Distance Main
Entrance to Entrance to Dearborn and Station En-
Station Dearest Ele- Dearest Ele­ ladison trance to Mid-
vated Loop vated Station. Streets. die of Train.
Station.( Feet) (Feet) (Fe et) (Feet)
Chicago &
northwestern 1,800 1,500 3,000 650
LaSalle 100 100 2.700 650
Burl ingt on &
Ohio 1,400 1,200 4,000 600
Dearborn 1,700 1 ,700 3,500 450
I l l in o is  Cen­
tral ( 12th St.) 4,400 1,300 6 ,600 500
Union 2,000 900 3,400 450
I l l in o is  Cen­
tral (Randolph
C! 4- )
1,100 1,100 2,400 400
O w • /
I l l in o is  Cen­
tral (Van Buren 1,250 1,200 3,450 250
St. )
1. Page 245
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Is is quite reasonable to expect that a business man liv ing 
in Blue Inland and working near Dearborn and ladison Streets, who 
uses the Rock Island suburban service, w i l l ,  i f  he is informed of 
the saving which can be msde by taking the I l l ino is  -Central to 
Randolph Street, in a ll  probabilities become a patron of the latter 
road. Although greatly exaggerated the comparison is made to show 
the importance of distance in restricting the density of tra f f ic  
over a suburban railroad operating in Chicago. The factor of time 
has not been taken into account in the above illustration.
Density of population is a second factor that has a great 
bearing upon the amount of t ra f f ic  capable of  using fast suburban 
service. I t  is clear that the prospect for heavy suburban travel 
is greater in Chicago where the population is dense end hr 3 a 
tendency to spread out intb the thickly settled districts close by. • 
There is another factor that deserves notice in this consideration. . 
In a thickly populated city like Chicago the tr ip per head of pop­
ulation is greater per head of population than in a city not so 
densely, populated. People living in thinly populated c it ies have 
a tendency to walk or ride on street cars, rather than to travel. 
Concerning the relationship between population and railroad subur­
ban t ra f f ic ,  Doctor Weyl has laid down the following principle.
I t  is, "that the amount of t ra f f ic  w i l l  have a tendency to increase 
more than proportionately with the density of the population. In 
other words the attraction of two points for each other w i l l  be in 
proportion to their size and also inversely to their separating 
di stance."
With growth in population, the congestion of tra f f ic  in the 
city is increased. Living expenses per person w i l l  be greatly in-
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creased. Consequently, this, in turn causes the average Chicagoan 
dwelling in the city to move to one of the outlying suburbs and 
travel by suburban train to his day's work, in order to lower his 
l iv ing  expenses by making longer and quicker journeys to the city^ 
.dr. Johnson says, "as c it ies  grow in size and number, population
"2becomes denser and per capita travelling consequently increases.
Another factor affecting the character and amount of subur­
ban t ra f f ic  in Chicago is that of the competition between elevated 
and surface railway lines and the steam railroads. During the year
1913 there were handled some 1,20 5,50 0,000 passengers, divided as
3
follows*.
Street railway passengers 1,000 ,000,000
Elevated railwsy passengers 164,000,000
Suburban steam railway passengers 41,500,000
.Total 1,205,500,000
The large showing for the street and elevated railway lines 
is due to their d iv is ib i l i ty ,  i .e .  they are more easily capable 
of being operated in small units, whereas the steam train to be 
economically handled must be operated in a large unit. It costs 
no more proportionately to handle six loaded suburban cars than to 
haul eight o f  them. Besides being cleanly, rapid, safe, and eco­
nomical, the street railway invites in many cases junction with 
existing street car lines, and permits of a far better utilization 
o f  passenger ro ll ing stock than steam railroads in the city . The 
elevated railwsy lines offer the same advantages, with one excep­
tion, namely, that i t  can not invite a junction e f fective ly  with
1 . Walter E. Weyl, p. 64
2. E. R. Johnson: Railroad Traffic and Rates, Chapter 33
3. Dion J. Arnold, p. 33
I\
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other existing elevated railway lines. In this respect it is :
limited the same as the steam railroads to a restricted territory.
The average surface line and elevated railway in Chicago 
can render a class of service with which the steam line can not 
compete. It is fast and certain, and better suited to meet the 
vary in? conditions of t ra f f ic  which w i l l  be encountered. .
S t i l l  another factor of importance affecting the density of 
passenger tra f f ic  on the suburban roads is the general exodus of 
people out of the city during the summer months. great many of 
them go to resorts over the main lines of the railroads operating 
suburban business in Chicago. I f  this is the case, then the loss 
to the roads involved is not so great, as the fare paid for a 
hundred mile journey more than equals the revenue received from 
him as a commuter. This receipt does not show up in the monthly 
statement however, since it is received by the road in the form of , 
general passenger receipts. The I l l in o is  Central experienced a 
considerable fa l l ing  o f f . o f  its suburban business during the months 
of July and August. Nevertheless the same number of trains are 
run summer and winter the year around.
S t i l l  another factor, and one deserving o f  the utmost con­
sideration at the hands of railroad o f f ic ia ls ,  is that of courtesy. 
One frequently hears a preference for travelling on a certain sub­
urban line because of the courteous treatment received from the 
employees. Jr. Droege says, "In no f ie ld  o f  operation does a r a i l ­
road come in closer contact with the general public than in con­
nection with suburban service . 1,1 Jr. 3. Chapman, an eminent Eng­
lish statistician has also said, "Other things being equal, the
1. Droege,^p. 336
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line which best attends to any man'3 personal comforts, can most 
easily secure him for a patron, and the earnings of that road 
which allows frequent service and fast schedules are not to be 
estimated simply by ascertaining the actual number o f  persons i t  
carries, especially i f  the roads employees are courteous and use 
their best endeavors to secure competitive passenger tra f f ic  for 
their road."1 What can be said of English railroads can also be 
said to apply to railroads operating suburban service in Chicago.
1 . 3. Chapman: Railway Passenger Traffic, P- 24
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IV Speed and Punctuality of Suburban Service
Speed is a highly important feature of railroad suburban 
service, one very much desired and valued by the general travel­
ing public and especially by those using suburban passenger trains 
The speed of passenger trains in suburban service has been a 
matter of grave concern to the commuter and the railroad manager 
on account of  the perplexing problems of safety and convenience 
to the passengers. The tendency however has been to run the 
trains as fast as the limits of safety would permit.
In a large city like Chicago with its many miles of crowd­
ed thoroughfares congested by wagon, automobile, and street car 
t ra f f ic ,  i t  is hardly possible for the business man l iv ing just 
inside the c ity  limits or in the distant suburbs to get down to 1
his o f f ice  in the loop as soon as he would l ike to by taking the 
street cars or elevated trains. The street car is too slow, and 
although the elevated roads run express trains the element of 
risk is considerably greater than by using steam trains. I t  is 
a doubtful question in the mind o f  the writer whether the speed of 
elevated trains is comparable to that of the fast suburban trains. 
The elimination of time however is the main requirement demanded 
by the business man, aid it  does not matter to him who does i t  
provided the desired result is obtained. This saving of the com­
muter's time should be just as important to the railroad manager, 
who wishes to stimulate suburban travel on his line. Satisfactory 
service to the patron depends largely on the speed of the train.
The average suburbanite wishes to spend as l i t t l e  time as possible 
in the cars. The faster the train and the fewer the stops, the
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better he w i l l  be satisfied, provided there is no danger of 
accident and provided the schedule is regularly maintained, and 
he w i l l  be more easily persuaded to use the suburban service in­
stead o f  the existing surface and elevated lines.
In order to meet this demand upon them for faster service 
the railroads doing a suburban business would have to increase 
the density of tra f f ic  over their existing lines, but this is 
often impossible as a railroad has a certain trackage and i t  is 
often impossible to increase the density of t r a f f i c  over that 
trackage except at enormous expense, this being particularly the 
case with roads having a large mileage in the thickly settled 
suburbs of Chicago. Track capacity is, therefore, a limiting 
factor, for only a certain fixed number of trains can be operated 
over the congested d istr ic t  in a fixed period1. This limitation 
is especially important on those roads which handle a heavy com­
muter tra f f ic ,  for example the Chicago, Burlington and Quincy, 
the Chicago,Rock Island and Pacif ic, and the Chicago and north­
western Railroads.
*Total Daily Train, Car and Passenger Move­
ments of Chicago Passenger Stations
Through Suburban Total
Stations Trains Cars Pa ssen-Ira ins Cars Passen- Ire ins: Cars Passen- 
__2£XS___
Union 169 1,210
-----u  - -  -----------------
19,145 112 465 16,323 281 1,675 35,468
Jrand Central 34 206 3,175 4 13 470 38 219 3,645
Shicago &
northwestern 121 785 16,811 189 845 32,583 310 1,630 49,394
LaSalle go 547 10,384 111 517 24,718 191 1,064 35,102
Dearborn * 104 609 9.968 42 144 8.337 146 753 18,305
I l l ino  is
Central 95 590 10,140 288 1,245 40,757 373 1,835 50,897
Total 593 3,947 69 ,623 746 3,229 123188 1,339 7,176 192,8 ll
*Bion J. Arnold' s report of terminals City of Chicago
1. Droege: Passenger Terminals and Trains, p.328
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Some interesting tables showing the daily suburban passen­
ger tra f f ic  in and out of Chicago were compiled by 3ion J. Arnold^ 
consulting engineer, and included as a stat is t ica l appendix in 
his report on the Chicago Terminal situation presented to a com­
mittee of the City Council on November 18, 1915. These figures, 
given herewith, showed that the I l l in o is  Central handled the 
largest suburban t ra f f i c ,  with 40,757 passengers daily, the Chi- 
cao and Northwestern coming next with 32,583. and the Chicago 
Rock Island and Pacific third with 16,424. The Chicago, Burling­
ton and Quincy handled the surliest suburban tra f f ic  o f  a l l  roads 
carrying more than 10,000. I t  exceeded this figure by 2,260. 
figures fo r  other roads under the 10,000 class are as follows:
The Pennsylvania Company with 801, the Chicago, Milwaukee and 3t .  
Paul with 3,262, the New York Central with 8,294, the Chicago and 
Western Indiana and Grand Trunk 4,825 and 2,347 respectively.
The Baltimore and Ohio and the Wabash showed that they handled the 
smallest suburban t ra f f ic  with 470 and 365 respectively. The 
Chicago and Northwestern handled the largest through passenger 
business wi th a total o f  16,811 daily and the I l l in o is  Central 
the largest combined suburban and through tra f f ic  with 50,897 
da i l y .
In such a case as the I l l in o is  Central with its four subur­
ban tracks already installed the possibil it ies o f  increasing 
t ra f f ic  density are only limited by the number of engines and 
cars available for service at the busiest period o f  the day. This 
is less of a limiting factor because it is far less costly to buy
See proceeding page*
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oars and engines than i t  is to overcome the lack of sufficient 
track capacity. Here the situation is vastly different from that 
o f  the other roads entering Chicago. The local and express trains 
in suburban service are operated over its own set of signals to 
govern the movement of trains, while the through trains are oper­
ated over their own main tracks running south to Hew Orleans.
Suburban passenger service may be characterized by short 
hauls, frequent stops, high rates of acceleration and braking, 
quick loading and unloading, and convenient access to various 
points of originating tra f f ic .  On the other hand, long distance 
trains require much longer standing time in the station for load­
ing and unloading passengers and baggage. Ordinarily, changing 
the locomotive from one end of the train to the other is a l l  that 
is needed in suburban service operated by steam locomotives, while 
several movements are necessary to place mail, express and parlor 
cars on through trains ss usually operated.
In determining the speed of suburban trains there must be 
token into consideration a large number of factors, each involving 
an element of delay, a l l  of which reach a climax at the heaviest 
period o f  train movement during the rush hours. There are some 
causes of delays that are unavoidable in operating fast suburban 
passenger trains in 8 city l ike Chicago, which situated as it is 
close to lake Michigan, is affected by climatic and atmospheric 
changes. Such delays as are caused by snow, fog, and rain are, 
by the great majority o f  passengers, excused, but those delays 
which can be traced to ineff icient management are responsible for 
passengers becoming dissatisfied with the service, and going to
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the railroads competitors. These latter delays directly charge­
able to the management are found in: (1) the maintenance of way 
department; (2) the mechanical department; (3) the signal de­
partment; and (4) the transportation department. Delays due to 
defects in the subgrade or tracks are not numerous. Such defects 
when they do exist are largely results of extraordinary weather 
conditions such as frost and snow storms, peculiar cases which 
cannot be controlled and in no way due to insufficient maintenance 
The snow problem is one of the biggest of a l l  the factors causing 
delays to suburban trains. I t  is easy to keep the interlocking 
in working order in a heavy storm, but there are, nevertheless, 
altogether too rasny railroads that occasionally collapse almost 
as soon as the ground is white with snow. It is essential that 
the switches leading into terminals be cleaned promptly, not only 1 
to avoid detentions, but to prevent accidents. This work of get­
ting rid of the snow should be begun before the storm has obtain­
ed too great a start. I t  is best for a l l  concerned that those who 
w i l l  have to do the work at a particular point be designated be­
forehand, for that will  avoid controversy or failure. In cleaning 
snow and ice from switches, frogs, and tracks, saving of time and . 
money can be made by the hydro-carbon method now generally employ­
ed, or by the use of compressed air obtained either from a station 
ary plant or from a locomotive equipped with two or more air pumps 
and several lines o f  hose1.
Other delays chargeable to the maintenance department ere 
those caused by broken ra i ls ;  and sometimes delays are caused by 
derailments due to track being out of line. In general, the de-
1. Droege: freight Terminals and Trains, p. 57.
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lays due to roadway defects are few, and the larger number can be 
avoided by proper maintenance. Occasionally work being done by 
the maintenance department, in the way of reballasting, track 
elevation, rebuilding bridges, etc., demands reduced speed over 
that part of the l ine affected, but such reductions in speed are 
rarely an appreciable source of delays.
The delays chargeable to the mechanical department fa l l  
naturally into two groups, namely, engine failures and car f a i l ­
ures. Though a l l  these delays are charged to the mechanical de­
partment, there are many of them which are hard for the mechanic­
al o f f icers  to avoid. Some of these failures result from broken 
parts due to defective castings which could not have been detect­
ed by the inspectors when the ]ocomotive wa3 built. Failures 
which could have been avoided by more intelligent handling by the 
engine crew are properly to be charged to the mechanical depart­
ment; however, it  is the specific duty of the road foremen to 
instruct the crews in the proper operation of the locomotive, 
idany failures are due to faulty maintenance or inadequate inspec­
tion. I t  is not out o f  place to point out at this point the folty 
of practising so-called economy in the way of reducing equipment, 
maintenance, or inspection. I t  has sometimes been the practice 
to allow locomotive and car maintenance to lapse a l i t t l e  during 
lean years, in the expectation that a prosperous year wil l  follow 
during which the equipment can be brought to standard again. I t  
is possible to continue this practice for a short time without 
apparent e ffect,  but in time failures w i l l  begin to increase to 
a marked extent. The result w i l l  be accompanying dissatisfaction 
on the part o f  the travelling public. I t  is far better that the
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net operating income should show a decrease than that the service 
should deteriorate. In the one cose, although the price o f  the 
stock may drop a l i t t l e ,  the road retains its reputation for safe 
and adequate service. In the other, the price of the stock is 
held up by a mere paper showing, while the public becomes dissat­
isf ied with the service. iiThich is the better result, i t  is not 
hard to perceive. I t  is a f i rs t  essential in train operation 
that engines be maintained to proper standard and that they be 
frequently inspected. In no other way can delays from this source 
be avoidel and proper service given.
The largest number of failures due to defects in suburban 
passenger cars are chargeable to hot boxes. Delays sometimes re­
sult from damaged dra inbars, but these are not frequent in passen­
ger service. Hot boxes are sometimes due to defects in the 
brasses, but the majority of them can be avoided i f  the journals 
are properly packed and there is adequate inspection at terminals. 
Here again, the practice o f  reducing the amount of inspection 
proves to be false economy, and brings about poor results in the 
end, according to Mr. Droege1.
The third class of delays includes those chargeable to 
signal failures. Delays of this character are rare, as the sig­
nals, especially the best types of automatic signals, are remark­
ably e f f ic ien t.  Signals of the automatic type are found to be in 
operation on a l l  of the railroads doing a suburban business in 
Chicago.
Transport:: tion delays are those due rather to errors in 
organization and execution than to failures of equipment. They
TT Droege: p. 531
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are very ofter. directly chargesbl^ to the element of human f a l l i ­
b i l i t y .  Among the most important of  this class of delays arc 
those occasioned by :^
(a) Time for towerman to set up a section of the route.
( b) Time to run into the station from the fouling point.
(c) Standing time at the station.
(d) Time of interference due to switching movements.
(e) Time for loading and unloading passengers, delay in
examining tickets, and. time demanded by the public 
in requiring trains to be made up before leaving 
time. (This latter delay affects the terminal 
capacity.)
The design of cor has much to do with the speed at which 
passengers board and lesve trains at intermediary stations and 
terminals. The system adopted by the I l l in o is  Central for its 
local service suburban lines out of Chicago is good in this res­
pect,2 the cars used being of sufficient width - over ten feet - 
to permit of cross seats with doors a l l  along the side and an 
is le  next to the doors. This system has proven a wonderful suc­
cess and has entirely surpassed the expectations of those who were , 
instrumental in its  adoption. It is claimed that the time former­
ly required under the old system of using both end doors, which 
is s t i l l  employed on the other suburban lines and on the I l l in o is  
Central suburban express out of the city, has been reduced three- 
fourths since this new system was put in operation. A more ex­
peditious plan advocated by the writer is to establish separate
1. 8ion J. Arnold: pp 131, 115
2. Railway Age dazette, July 12, 1901
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platforms for outgoing end incoming passengers. Incoming pass­
engers under this system leave a train through the doors on one 
side and outgoing passengers board it  through the door3 on the 
opposite side, the movement taking place very rapidly. I f  this 
plan is considered too expensive for the suburban roads other 
than the I l l in o is  Central, it  would be a good plan to place side- 
doors in the both end cars, and also provide such cars with plenty 
of  inside standing room - a great convenience in case of rush 
hour t ra f f ic .
One of the most/©fficult problems to solve is a derail­
ment or similar d i f f icu lty  on the interlocking of a large termin­
al. I f  the derailment occurs in the throat of the approaches, 
the entire terminal may easily be completely tied up for a con­
siderable time. A derailment occurred on the interlocking of i
one large and exceedingly busy terminal at 5:15 P. i .  immediate­
ly preceding the outbound commuter rush. Although the train in­
volved was out of the way in f i fteen minutes, the entire service 
was so affected that trains in and out of the terminal were not 
running on time again until eight o'clock.
I t  is clear that an entirely distinct treatment is called 
for in the handling of Chicago suburban tra f f ic ,  which amounts 
to about 42,000,000 passengers1 per year, one-third o f  which is 
along the lake front. This tra f f ic  does not demand expensive 
terminals and elaborate appointments, but instead the quickest 
possible access to the business d istr ic t ,  involving the least 
walking, and the least delay in reaching train platforms.
To show what can be done when a l l  the forces at a l l  points 
on the l ine are well organized and working together, le t  us take
Bion J. Arnold: p. 169
the case o f  the traction strike in Chicago which took place on 
Sunday, June 13, and lasted to the evening of Wednesday, June 
16, 1915. Mr. John A. Droege in his book on Passenger Terminals 
and Trains says, "The steam railroads out of Chicago normally 
carry about 125,000 suburban and 75,000 through passengers into 
and out of the city each day. During the f i rs t  two days of the 
strike, they handled about 625,000 suburban passengers alone, or 
f ive  times their regular business. The I l l ino is  Central normally 
handles about 40,000 suburban passengers a day, requiring 279 
trains. During the strike it increased this service to 311 
trains a day, a total of 622, and during the three days of the 
strike, it carried 678,640 persons; 248,800 on Monday, 252,650 
on Tuesday, and 177,620 on 'Wednesday. The Chicago and North­
western normally handles some 50,000 suburban passengers a day. 
During the second day of the strike i t  handled 194,000 in 288 
trains between 6:00a jm. and midnight, in addition to 93 regular 
through trains to and from points outside the suburban zone with 
about 14,000 passengers. These two roads handle a larger subur­
ban business out of Chicago than any o f  the other road3. The 
above figures, however, are typical o f  them a l l .
Closely a l l ied with the subject of speed is that of punc­
tually which i f  not more important than speed certainly deserves 
a great deal of attention from railroad managers, because upon i t  
the success o f  future increase in suburban tra f f ic  depends, ^or 
business men punctuality of train service is most important.
They appreciate regular trains, convenient schedules, and punc-
1. Droege: Passenger Terminals and Trains, p.343
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tuel service, but i f  trains ere unnecessarily delayed then loud 
and angry protests are a sure result, and i f  long persisted in 
by the management the business of the company is bound to suffer 
a fa l l ing  o f f  of t ra f f ic .
The average commuter is a very busy person, and it  is not 
always convenient for him to adjust his time and business affa irs  
to suit that of the railroad company. On the other hand his busi­
ness may seriously suffer because he is not there at the appoint­
ed time to attend to i t .  He would much prefer a slower schedule 
for suburban trains i f  he could rely on their being operated on 
time, rather than express service’which is not so operated. I t  
is for those in the employ of the company who have to do with 
the making up o f  schedules and the operation o f trains to cater 
to the convenience of a l l  commuters doing business in the "Loop", ; 
and not those persons who have unlimited tine at their disposal.
In order to minimize these unnecessary causes of unpunc­
tuality in suburban train operation, the management should in­
struct the off icers in charge o f  operation to see to i t  that the 
men under their immediate charge perform their respective duties 
as laid down in the company's book of rules. Train masters and 
engine dispatchers should see that engine crews and conductors, 
as well as ticket collectors, are on duty at the appointed time 
to take out their respective trains, blaster mechanics and engine- 
house formen should see that the men under their charge perform 
such l ight repairs to locomotives ae recommended by the engineer 
in his daily running report. The same instructions should also 
be carried out by those men in the car department, especially the 
repairs to cars in suburban service, and in the signal department;
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i f  the causes of unpunctuality are to be done away in operating 
suburban passenger trains.
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V Suburban Time-Tables and Train Schedules
The f i rs t ,  and most important,consideration that must be 
taken into account by railroads operating suburban trains is the 
working out o f  a time-table and train schedule. In the standard 
Code1 the following definitions are given. "The time-table is the 
authority for the movement of regular trains subject to the rules 
and regulations. I t  contains the classified schedules of trains 
with special instructions relating thereto." The schedule is de­
fined as, That part o f  a time-table which prescribes the class, 
direction, number and movement for a regular train. In order to 
enable the reader to get a clear conception of a complete time­
table and train schedule as used by the railroads doing a suburban 
business in Chicago, the tables shown below w i l l  serve for i l lustra­
tion. They are used to govern the operation of suburban trains on 
the Burlington and Wabash railrJl
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On close examination o f  these time-tables it w i l l  be seen 
that there are specified: (1) the direction; (2) the class o f  
trains involved (meaning local or express); (3) the number of each 
of the trains; (4) the days of the week for which it is scheduled 
to run; and (5) the leaving and arriving time at stations within 
the suburban zone. In addition special instructions are printed 
on the table, for the guidance of  the public.
The time-tables and schedules issued to the train man con­
tain in addition to the above information, pages of special in­
structions which for one reason or another may not be listed in the 
book of rules. Included in the t i ie-tables are special rules apply 
ing only on the suburban zone concerned, and other important in­
formation relating to the operation of suburban trains, such as 
the location of water stations and bulletin boards, and the loca­
tion of signals, grade crossings and drawbridges within the city 
1
limits . ..lr. Droege says, "present day suburban time-tables are
necessarily an evolution from the earlier ones, and in most cases 
they have grown up in size gradually as the needs o f  the service 
demanded", dome are small in sice like the illustrations, while 
others as those of the Eorthwestern, the Chicago, Sock Island, 
end Pacific, and the I l l ino is  Central contain from twenty-two 
pages to thirty pages, their relative size depending on the number 
of trains that have to be provided for in the table. Although it 
is very seldom at present ;hat entirely new suburban time-tables 
are constructed, rather they are revised, according to the demands 
of the service, i t  would nevertheless be i l lustrative of other 
present day problems to sketch some of the influences met in the
1. Droege: Chapter 18, Passenger Terminals and Trains.
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construction of suburbrr train schedules.
The problems met in the construction of a time-table may 
be divided into two general classes: (1) those in which the persons 
using the suburban service ere primarily interested from the stand­
point of adequate service; (2) those in which the railroads ss busi 
ness enterprises are interested, namely the problems of revenues 
and expenses^. Hot only each station on the line of suburban 
train service, but each passenger wishes trains at certain periods 
o f  the day. In particular each town in a suburban zone wishes 
express as well as local train service to the city, and especially 
in the ^arly morning and late afternoon. Since it is plain to the 
reader that the public and railroads are very much dependent on 
each other in a large city l ike Chicago, this distinction may be 
made to show the division of interests and the necessity for com­
promising the two issues involved.
In his book on "Passenger Terminals and Trains" Mr. John 
A. Droege, General Superintendent of the lew Haven Railroad, has 
the following to 3ay concerning time-tables and train schedules 
that also applies to suburban trains running in Chicago.
"The f irst and most fundamental principle governing 
the construction of the train schedule is that it  
shall contain no elements endangering the l ives of 
employees or passengers, especially the latter.
Ho such combination of trains should be run as w i l l  
in any way increase the hazard of collisions.
Trains should not be allowed to follow each other 
into terminals so close together ss to introduce 
any element of danger from rear end collisions.
The chance of such trouble under present day opera­
tion is, of course, very slight, not only because 
of the introduction of modern automatic signals, 
but because operating men have become sufficiently 
able to overcome such d i f f icu lt ies  through experience."
Competition in fares is now a thing of the past, and has
1. Droege: Chapter IB
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been succeeded by a competition in service. ./here two or more 
roads pass through the same outlying districts the long suburban 
line in its endeavor to compete with the shorter one for t ra f f ic  
to the business distr ict ,  frequently finds it desirable to maintain 
an extremely fast schedule for some of its trains over parts of
the run.
To attain a proper result demands that those employed to 
construct the schedules should have a thorough knowledge of the 
line over which the trains run and of the time required by them 
in passing over each stretch of suburban track.
The second requisite of every suburban passenger train 
schedule is that it  provides for the transportation demands of the 
rjg^vons. ?or a railroad to suit a l l  the whims oi passengers using 
suburban service is beyond the limits of human endeavor. I t  is 
in suiting the conflicting demands of the many patrons that the 
t ra f f ic  manager can be of greatest assistance. He is best f i t ted  
to t e l l  the operating man the amount of tra f f ic  from each of these 
c it ies  and towns in the suburban zone, whether that tra f f ic  is 
spasmodic or regular, and whether i t  is largely of a local or ex­
press character. On the basis of such informetion, those who are 
engaged in constructing the schedule can decide at what points 
express trains should be stopped, and how many local trains should 
be run; also how many trains should be stopped at each station 
during the day. They can determine how many trains should run as 
express to and from the terminal. This information will enable 
them to decide the individual requirements of morning and after­
noon suburban service.
Another requisite o f  every suburban time-table is that i t
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shall be practicable for operation. Ir. thi3 ca3e the needs of the 
railroads engaged in suburban business must be considered. Subur­
ban passenger t ra f f ic  should, in so far as it is capable, pay the 
direct expenses of operating it ,  and in addition a Just proportion 
o f  the fixed and overhead charges. On some suburban lines, how- 
ev r ,  .the operation of many trains which do not pay expenses is 
economically unjustified. Therefore, from the view point of the 
railroad the time-table should contain the fewest possible trains 
that do not earn their share of the total operating expenses.
In the above paragraphs we have attempted a discussion of 
suburban time-tables and train schedules from the point of view o f  
their construction. Now it is our prupose to discuss them from 
the standpoint of service, i .e .  are they serving the people for 
whom they were designed. 'Aclose examination of the I l l in o is  Cen­
t ra l 's  suburban tirae-tsble reveals the following facts of interest. 
They are placed in tabular form for the convenience of the reader.
Week Day Suburban Train Movement
South Sound Erom 
Randolph Street 
Station to
Expr ess 
Tra ins
Local 
Tra in3
North Sound To 
Randolph Street 
Station Erom
Express
Trains
local
Trains
South Chicago 25 6 South Chicago 23 7
31ue Island 12 2 Blue Island 13 1
Elossmore 7 6 Elossmore 7 4
67th Street 8 40 6 7th Street 5 45
Dauphin Park 2 - Dauphin Park 5 4
3runside 4 7 3runside - 3
Kensington 3 - Kensington 1 1
Mbtteson 8 - Matteson 4 6
Grand Crossing 3 - Grand Crossing 1 -
115th Street - 3 115th Street - 3
70 63 59 74
Total 133 133
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The interesting fact about the train service is that there 
are as many express trains operate! throughout the suburban zone 
as those doing local work. There are 266 trains in operation daily 
The schedule is arranged to give the following service throughout 
the twenty-four hoars. Beginning at 7 A.Id. snd continuing to 
9:30 A.M. a f ive minute service is operated alternating from both 
ends of the suburban zone, in order to provide for the rush hour 
t ra f f ic .  From 9:30 A.M. there is lessened demand for frequent ser­
vice, consequently from 9:30 A.M. to 4:30 P.M. a twenty minute ser­
vice is operated. At 4:30 P.M. the evening rush hour begins, and 
the five minute service is resumed again, continuing to 7 P.M.
There is a tendency for more travelling back and forth in the even­
ing than during the period between morning and evening rush hours, 
and to provide for this travelling the twenty minute service is 
resumed from 7 P.M. and continues in operation until 1 A.M. Prom 
1 A.M. until 7 A.M. a thirty minute service is in operation, and 
at 7 A.M. the above arrangement is repeated. This is done every 
day in the year, except on Sundays and holidays. For the latter 
days suburban trains are run on Sunday schedules, supplemented by 
such extra service ss may be necessary.
In order that the service shall be maintained at its maxi­
mum efficiency, the group method is employed in running the trains. 
The method aimed at is to divide the stations forming the suburban 
zone into "roups. The following table w i l l  serve to i l lustrate the, 
station groups.
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Stations
First
Group
Stations Stations 
Second Ihird 
Group Group
Stations 
Four th 
Group
Stations 
Fifth 
Fro up
3tati ons 
Sixth
Group !
53d St. 12th St. 53d 31« Parkside State St. 53d St.
57th St. 16th St. 57th St. By rn Mawr Stewart 57th St.
60th St. 22d St. 60 ti li o t • South Shore Ridge 60th St.
; 63d 31. 26th St. 63d St. 'Windsor West Pull­ 63d St.
67th St. 31st S t . 67th S t . Park man 67th St.
70th St. 36th St. 70th' St. 79th St. Plano 70th St.
72d St. 39th St. 72a St. 83 d St. Ashland 72d St.
75th St. 43d St. 75th St. 07th St. Avenue 75th St.
90th St. 47th St. 90th St. 91st St. Burr Oak 90 th St.
103d St. 60 tj lx o tj • 95th St. Blue Island 103d St.
111th St. 53d St. 103d St. 111th St.
115th St. 57th St. 111th St. 115th St.
127th St. 60th St. 115th St. 127th St.
137th St. 63d St. 137th St.
147th S t . 67th St. 147th St.
S Harvey Harvey
Hazel Court Hazel Court
Homewood Homewood
F-losamor e Flossmore
In order to put the service into ope:
>
ration a train w i l l
leave Randolph Street, say at 7:50 A.M* and run express to group
one, a distance of f ive miles, and wording local a l l  stops in
group one ;and four. A second will  follow at 7:55 A.M. :running
local to 67th Street, making a l l stops in group two. A third w i l l
, run local at 8:05 A.M. making a l l  the stops in group one. A fourth
w i l l  run express at 9: 20 A.M. making all stops in group six. A
f i f th  w i l l run express at 10:00 A.M. making a l l  stops in group five,
This continues throughout the entire twenty--four hours, and follow-
ing out the service as noted above.
In the opposite di rection the grouping is reversed. Ihe
trains start at their respective no rthbound t erminals, ' and continue
the same principle throughout. , train w i l l  leave Blue Island at
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7:50 A.M. and work group f ive locally and run express into the city 
A 3600nd 1 e a ve3 s t  7i5 5 A s n d  works group one, running oxpreso 
into the city, end so on each group being skipped end worked a l ­
ternately by the train following it ,  a l l  reaching Randolph Street 
terminal close together.
iy adopting this arrangement i t  w i l l  be seen that trains are 
run the morning and evening ru3h hours at uniform speed and time | 
intervals, The remainder o f  the day the system operates tne same, 
except that the time interval between arrivals and departures is 
lengthened. I t  w i l l  be noticed from the schedule that all  south 
bound express trains run express to 53d Street, and here they begin 
to work their respective groups.
The other railroads operating suburban train schedules 
follow out the same arrangement o f  grouping their stations, and 
trains into express and local service. The main exception to the 
case being that the time interval varies according to the volume 
o f  tra f f ic  handled. In the case of the smaller roads the time 
interval may be as much as an hour.
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VI Suburban i’ra in Rares
Ihe statement has been mode in a preceding chapter that 
suburban passenger t ra f f ic  should, in the f irs t  place pay the 
direct expense of operating i t .  fhe statement has also been made 
by a prominent railroad o f f ic ia l ,  in charge of rate making for his 
company's suburban service, that the suburban fares charged at the 
present tine do not defray the cost of operation.
!o show the present inability of the fares charged by the 
Chicago, Rock Island and Pacif ic Railroad Company to pay a net re­
turn of six per cent on the investment, it is only necessary to 
study its financial statement for the fiscal year ended June 30th, 
x314. fhi 3 statement contains the suburban revenues, expenses, 
taxes, rentals, value of the property, and the per cent of return 
on the investment.
The total operating revenue derived from its  suburban ser­
vice is $501,254.43, or stating it in terms of percentages, we find 
that eighty-five per cent of the total operating revenues is return­
ed in the xorm of operating expenses. A further examination of the 
figures show that the value of the property on which the net in­
come of $38,954.55 w i l l  pay a seven per cent return is $556,491.00; 
and for six per cent the value is $649,242.00. Row i f  we assume 
that the physical value of the whole property operated, both 
estimated and actual, to be $9,558,957.00 then the per cent of re­
turn on the value o f  the property, based on the net income of 
$38,954.55 is only .41 per cent. Carrying our assumption further 
and assuming that there are no operating expenses whatsoever, then 
the gross receipts are only sufficient to pay 5.25 per cent on the ' 
investment. fhis proves that the discrepency is not due to the
5=
The Chicago, Rock I s l rnd *md Paci fio Railway Company 
Jacob I. Dickinson, Receiver.
Statement showing Suburban revenues, expenses, taxes, rentals, 
value of property and per cent, of return on the investment,
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fiscal year ended June 30, 1914.
Operating Revenues:
Prom passengers--------------------------------------- ------------ $500,633.39
" mail (dummy l in e ) ---------------- ------------- ,----------  290.26
" express (estimated)---------------- ----------------------- 330.78
Total Operating Revenues------------------4 501,254.43
Operating Expenses:
Maintenance of V/ay & Structures----------------------------- $ 75,891.31
Maintenance of Equipment----------  67,816.92
Traff ic----------------------------------------------------------   11,444.11
Transportation-----------------------------------------------------  269,971.00
General-------------------------------------------------------    23,537.88
Credits from 3&0 for joint f a c i l i t i e s ------ --------------  4,480.18
Total Operating Expenses------------------^441,1-1.04
Net Operating Revenue---------------------(, 1-7,0 73.39
Other Ded’actions:
Taxes---------------------------------------------------- - - -----------1 21 ,604.02
Joint fa c i l i ty  rent received from 3&0--------------------- 3,485.18
Total other deductions-------------------- § 10,118.84
Net Income--------- -------------------------- $ 38,954.55
Value of property on which net income w il l  pay 7 ------ $556,491.00
" " " " " " " " " 6 ------  649,242.00
Physical Value of Property:
Chicago to Englewood------ -------- - --------------------------$7,573,359.00
Englewood to Blue Island--------------    578,990.00
Gresham Jet. to Blue Island (actual)—--------    612,321.00
locomotives and Passenger Cars (actua l)-------------  ^ 794,287.00
Per cent, o f  return on value of property------------------------------- .41
ca 
ro 
m
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inefficiency o f  the operating o f f ic ia ls  concerned, but in the earn­
ing power of the capital invested. From this the rates of fare 
charged by the above railroad necessary for a net income over and 
abotfe operating expenses would have to be in excess of twice the 
suburban rates now in force. \
For the I l l in o is  Central railroad, now operating the largest 
suburban service of any road in Chicago, we find the same situation 
to be true. I t  costs the I l l in o is  Central in the neighborhood of 
#1,800,000 a year to operate its suburban service, and the gross 
earnings for the year 1916 were #1,380,000, leaving a defic it  of 
#420,000 to be paid for out of the other earniners^.
The natural remedy which at once suggests i t s e l f  for busi­
ness carried on at a loss is to increase the sell ing price of the 
goods, or in other words raise the rates o f  fare. But in the case 
of  railroads operating a dense suburban service in Chicago i t  is 
well nigh impossible. Apart from competitive influences, an in- [ 
crease in suburban rates w i l l  certainly be followed by a decrease 
in the volume of tra f f ic  . In ffect, the pressure toward a reductioi 
in suburban rates has continually to be met by the railroads. Two 
courses therefore are open to the railroad manager seeking to in­
crease profits from suburban service. He can seek to increase the 
volume of t ra f f ic ,  or to reduce expense. In both these directions 
there is room for successful work. On at least three-fourths5 of 
the trains operated by railroads doing a suburban business in Chi­
cago the tra ff ic  is very l ight during the middle of the day through--
. G. W. Berry, Terminal -Superintendent I l l in o is  Central Railroad.
. Walter E. Weyl, Chapter 5, p. 70 
. Bion J. Arnold, p. 3
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out the year. Yet a service must be maintained ibr the public s
accommodation, and trains must be run at a l l  hours during the day, 
while the wages of train men, stationmen and others employed in 
suburban service go on steadily each day. Doctor YJeyl states that, 
"Two principles are usually advocated for the determination o f  | 
railway rates and fares; the principle of cost and the principle of 
value"1. Applying the principle of cost, suburban railroad rates 
should be based on the actual cost of the service to the individual 
road involved. In railroad suburban, operation, as undertaken by 
the roads in Chicago, there are numerous joint costs which are not 
affected by an increase or decrease in the volume of tra f f ic ,  nor 
can an accurate estimate of joint costs be determined.
I t  appears from an analysis of a l l  the suburban rates in 
force at the present time, over the railroads doing a suburban busi-' 
ness in Chicago, that the principle of value has been the one used • 
in determining suburban rates. In other words the theory o f  charg­
ing what the t ra f f ic  would bear has been the idea in back of subur­
ban rates. In order to show how this theory has been worked out it. 
w i l l  be necessary to describe such suburban rates a s a re in opera­
tion.
Ihe I l l in o is  Central He ilroad Company
As has previously been state.!, this company enjoys the 
largest patronage of any road in Chicago ooerating a suburban, ser­
vice, namely some 50,000 passengers a day using its service. The 
business has been largely developed by the issuing o f  round trip 
fares, and especially by the sale of commutation fares for 10 ride,
1. W. E. V/eyl, p. 65
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25 ride, 8nd 60 ride individual monthly tickets. Single and round 
trip tickets are sold at a l l  times; single trip tickets being 
good only on date of. sale, while the round trip ticket is good one 
dav from date of sale. The ten and twenty-five ride tickets are
to one year from date of sale. They are 3old at a l l  times 
unrestricted as to use by one or more. The individual 
tickets are for  the exclusive use of the person whose name 
on the face, and are good for single continous (not exceed- 
number called for on fact of the ticket) between the 
stations named, provided they are presented for such tr ip during 
the month for which they are issued. They are not transferable, 
neither are they issued at half fares for children. Considering 
the distance covered by the persons using them, these commutation 
fares go a long way towards stimulating tra f f ic  in Chicago.
Example of the suburban fares charged by I .  C. Ry.
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The Chicago, Rock Island and Pacific Railroad
phis co nroa ny goes a l i t t l e  farther tnan the I l l in o is  Central 
by providing in addition to the 60 ride ticket, a 45 ride ticket 
at a considerable reduction from the 60 ride ticket. This road 
has issued in addition a 46 ride school ticket and subject to the 
same conditions as the individual monthly ticket. They are only 
sold to pupils under eighteen years of age, and upon presentation 
from the proper school authorities, stating that the person is in 
regular attendance as a pupil. How much the school tickets have 
increased the volume o f  tra f f ic  is not known, as no statistics 
covering such tra f f ic  have been compiled by the Rock Island. I t  
is interesting to compare the cost of the various tr ip tickets 
with that of the regular train fere. The system employed has been 
to construct them on a percentage of the regular train fare from 
the stations named thereon out of Chicago, using the latter city 
as the base. The result is a typical zone system.
TICKET FARES
Subject to the Buies and Regulations of the Company.
Cash fare paid on passenger trains is on basis o f 3 cents per mile where pas­
senger has opportunity to secure ticket. No rebate allowed.
D is
tance
10.6
11.2
11.7
12.2
12.7
13.2
13.7
14.2
14.7
15.7
15.7
18.4
18.7
19.8
20.1
23.5
27.0
29.0 
32.7
34.0
30.1
37.2
37.2
Between
CHICAGO
and
31st Street..........
Englewood .......
Normal Park 
Hamilton Park..,
Auburn Park .....
Gresham............
95th Street....... .
99th Street........
Washington Hts
Givins................
Morgan A ve......
Brainerd...........
Beverly Hills....
Longwood.........
W a ld en .............
Tracy.................
Belmont.............
Morgan Park .....
Raymond..........
Purington......
Burr O ak ..........
Blue Island.......
Midlothian.......
Rexford*............
Dupont..............
Oak Forest .......
Tinley Park......
Summit............
Mokena............
Gilletts..............
New  Lenox.......
Gaugers............
Cherry H ills .....
Joliet................
.09
.21
.21
.24
.27
.30
.33
.33
.30
.39
.39
.32
.34
.35
.37
.38
.40
.41
.43
.44
.48
.48
.54
.57
.60
.00
.72
.81
.90
.99
1.02
1.06
1.06
1.00
o © "  
^  m 2 2.2 ©
.06
.10
.10
.10
.15
,15
.15
.15
.15
.15
.15
.15
.15
.15
.15
.15
.15
.15
.20
.20
.20
.20
.25
.38
.40
.40
.48
.54
.60
.66
.68
.72
.74
.74
i t
.25
.25
.25
.25
.25
.25
.25
.35
.40
.40
.40
.40
.50
.50
.50
.00
.75
.75
.85
1.10
1.25
1.25
1.25
1.25
1.25
1.25
1.25
1.25
1.25
1.25
1.25
1.25
1.25 
1.75 
1.80 
1.80 
1.80 
1.80 
2.00 
2.00 
2.00 
2.60 
4.40 
5.20 
6.10  
6.50
Individual M onthly  
T ickets
51«■§as
1.50
1.65
1.75
2.00
2.40
2.85
3.00
3.00
3.00
3.00
3.00
3.00
3.00
3.00
3.00
3.00
3.00
3.00 
3.85
3.95
3.95
3.95
3.95 
4 25
4.25
4.25 
5.75
8.25 
9.50
10.00
10 .0 0 ,
11.50,
12.25
13.00
®-32 2 
P5 o 
S B
4.75
4.75
4.75
5.00
5.00 
5.20 
5.25
5.40
5.40
5.40
5.40
5.40
3.50
3.50 
3.60 
4 05 
4.85 
5.00 
5.20
5.25
5.25 
5.45 
5.55
iS’S'® 2  o ©Sis
2.75
3.00
3.20
3.55
4.05
4.50
4.60
4.60
5.00
4.40
4.50
4.50 
4.60
4.00 
4.90
5.00 
5.20
5.25 
5 25
5.25
5.15
5.20
5.20
5.25
5.25 
5.50 
5.55 
5.70 
5.80 
6.00 
6.00 
6.00 
7.05 
7.45
8.15 
8.85
10.00 
10.00 
10 .0 0 , 
10.0010.00..10.00....
10 00
8 . 8 5
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?he Chicago and Northwestern Railroad
The Chicago and Northwestern Railroad makes use of the 
above tickets,with the exception of the 45 ride ticket, and 60 
ride ticket of the Rock Island and the I l l in o is  Central, respec­
tive ly .  This company does make some attempt in establishing a 
zone system for its suburban fares, but not to the extent of that 
used by the Rock Island. On a l l  of the railroads having suburban 
fares, the round trip ticket is cheaper beyond a distance of ten 
miles, with the exception of the Chicago and Northwestern Rail­
road. Examples of suburban fares in operation over the three 
divisions are shown below.
Milwaukee Division Wisconsin Division
COMMUTATION RATES 
Corrected to January 15, 1916— Subject to change
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th
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Clybourn .«••• «•••• srrv or $© 12 $ .50
3^4 D eerlng........................ O .06 O .12 .60 $ 1.35 $ 3.35
4.5 Ornss Park O .10 O .20 .90 1.75 3.70
5.4 Cuyler O .10 O .20 1.00 1.85 4.00
6.2 Ravenswood O .12 O .24 1.00 1.90 4.00
7 .1 Siimmftrdalft O .14 O .28 1.00 2.10 4.30
7.8 Rose H ill...................... O .16 O -32 1.10 2.35 4.80
8 .4 Kenmore...................... O .16 O .32 1.20 2.55 5.00
9.4 Rogers Park................ O .18 © .36 1.35 2.85 5.30
10.4 Calvary, 111................. O .20 O .40 1.50 3.20 5.90
11.0 Main St. (E vanston).. O .22 O .44 1.60 3.35 6.30
11.5 Dempster St. “ o .24 O .48 1.70 3.65 6.30
12.0 Evanston (D avis S t.).. o .24 O .48 1.70 3.65 6.30
13.3 Central St. (Evanston) o .26 O .52 1.90 4.05 6.40
14.3 W ilm ette..................... o .28 O -B6 2.00 4.30 6.50
15.2 K enilworth.................. o .30 O .60 2.10 4.45 6.60
15 8 Tndian TTI11 o .32 O .64 2.20 4.60 6.70
16.8 W lnnetka.................... o .34 O -68 2.20 4.75 6.70
17.8 Hubbard W oods......... o .36 O .72 2.40 5.10 6.75
19.2 Glencoe........................ o .38 O .76 2.60 5.60 7.00
20.7 Braeslde....................... o .42 O .84 2.85 6.05 7.15
21.2 Ravinla Park............... o .42 O .84 ..........
21.6 Ravinla........................ o .44 O .88 ' 2.90 6.10 7.20*
23.2 Highland Park............ o .46 0  *!K 3.10 6.60 7.50
24.5 H lghw ood................... o .50 o  1.00 3.20 6.85 7.80
25.7 Ft. Sheridan................ o .52 o  1.04 3.20 6.85 7.80
28.3 Lake Forest.........  — o .66 O 1.12 3.80 8.10 8.30
30.2 Lake Bluff............ o .60 O 1.20 4.30 9.10 8.75
32.5 Great Lakes................. o .66 0 4.80 10.35 9.80
32.9 North Chicago............ o .66 o  1.32 5.00 10.60 9.80
35.9 W aukegan.................. o .72 0  lAi 5.50 11.60 10.00
39.9 Beach......................... o .80 O 1.60 6.50 13.50 10.40
42.1 Zion C ity..................... o .84 O 1.68 6.70 14.50 11.00
43.1 Camp Logan............... o .86 O L72 6.90 15.00 11.25
44.4 Winthrop Harbor........ o .88 O 1.76 7.30 16.00 11.70
51.6 K en osh a...................... 1.25 2.50 9.20 13.40 $ 19.25
57.5 Plpnsinnt. Prs |^rlp H 1.39 H 2.78 H 9.25 H 19.25
61.2 W nnr) vynrf.h H 1.49 H 2.98 K 10.80 G 20.75
63.7 Bristol K 1.49 K 2.98 K 10.80 G 20.75
66.7 Salem K 1.49 K 2.98 K 10.80 G 20.75
68.2 Silver Lake( Q) -Carter’s and Pec k’s Platf orm, sell to Fox River.
70.8 Fox River..................... K 1 49 K 2.98 K 10.80 G 20.75
73.2 Bassetts K 1.49 K 2.98 K 10.80 K 22.00
75.1 Twin L ak es................. K 1.49 K 2 98 K 10.80 K 22.00
67.7 Hebron K 1.63 K 3.26 K 12.00 K 22.00
72.3 Alden............................ O 1.38 O 2.76 :K 12.00 K 25.00
61.9
85.0
R acine..........................
M ilwaukee...................
1.49
2.04
2.98
4.08
G Via Kenosha; optional ticket via Genoa Jet. or Kenosha, $22.00  H Via 
Kenosha. K Via Kenosha or v ia  Crystal Lake and Genoa Jet. Q Baggage 
for Silver Lake will be checked to Fox River and put off at proper station on 
advice to  Conductor out of Kenosha.
O Fares for Interstate trips are higher.
COMMUTATION RATES-Corrected to January 15, 1916 
(Subject tq| change)
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2.9 Clybourn ...................... SO .06 so .12 $ .50
4.1 M aplew ood................... O .08 o .16 .80 $ 1.75 S 3.70
5.1 A vondale....................... O .10 G .20 1.00 1.85 3.90
6.0 Parkview ....................... to .12 o .24 1.00 2.00 4.15
6.7 Irving Park................... O .14 o .28 1.00 2.10 4.30
7.1 Hunting A venu e.......... O .14 o .28 1.05 2.25 4.30
7.6 M ayfair......................... O .16 o .32 1.10 2.35 4.75
9.6 Peterson A venue.. .  M . O .20 o .40 1.10 2.35 4.80
10.3 Crawford A venue.. M . o •2C !0 .40 1.40 3.20 5.90
12.7 Weber............................ o .24:o .48 1.70 3.65 6.30
13.7 Greenwood B oulevard. o .24 O .48 1.70 3.65 6.30
14.4 Emerson Street........... to .24 to .48 1.70 3.65 6.30
12.3 Niles C enter............... o .24 o .48 1.75 3.75 6.30
8.7 Jefferson P a r k . _ _____ o 18 o .36 1.30 2.75 5.25
11.1 Norwood Park............. o .22 o .44 1.50 3.25 6.10
12.3 Edison Park___ _____ o .24 o .48 1.75 3.75 6.30
13.1 Park R id ge ................. o .26 o .52 1.90 4.05 6.40
16.6 D es P lain es................. to .34 o .68 2.25 4.75 6.70
19.7 M t. Prospect....... to .40 o .80 2.65 5.60 7.00
22.4 Arlington H eights.. . . to .44 o .88 2.90 6.10 7.40
26.1 P alatine ...................  . jto 52 o 1.04 3.50 7.35 8 30
31.6 Barrington.................... to .64 o 1.28 4.45 9.35 9^30
38.3 C ary ............................ o .76 o 1.52 6.00 10.10 $ 12.50
42.9 Crystal L a k e . . . . . . .  w . o .86 o 1.72 7.10 11 15 14 50
58.5 Crystal Lake........... u. o 1.06 o 2.12 z 7.70 z 1 2 I7 5 z 15*00
45.7 Terra C otta ................. Ow .92 Owl.84 z 7.70 z 16.00
50.2 M cH enry .................. . Owl.00 Ow2.00 z 8.50 z 16.75
54.0 Ringwood...................... Owl.08 OW2.16 z 9.30 2 18.75
60.4 R ichm ond ................... Owl.22 Ow2.44 z 10.50 z 21.25
61.7 Genoa Junction........... 1 1.49 S 2.98 5 10.80 & 22.00
70.4 Lake G eneva............... \ 1 70 i 3.40 S612.50 8526.25
76.4 Williams B ay................ i 1.85 13.70 S612.50 S526i25
4'S.? Ridgefield...................... O .92 O 1.84 7.70 16 00
51.3 W oodstock.................... O 1.02 O 2.04 8.70 13.40 18^ 50
62.7 H arvard......................... o 1.26 o 2.52 11.10 24.50
72.2 W alworth.................. y . 1.66 3.32 12.50 26.25
74.2 F ontana.....................y . 1.71 3.42 S 12.50 S 26.25
O Fares for Interstate trips are higher. $ Via Wisconsin D ivision or via  
Kenosha or via West Chicago. § Via W isconsin D ivision and Crystal Lake 
or via Kenosha. M Via M ayfair only, s Good optionally via Genoa 
Junction to W illiams B ay or to Fontana via Harvard and C. H. & G. L. Ry. 
u Via Galena D ivision only. W Via Wisconsin D ivision only, y Via 
Harvard and C. H. &  G. L. Ry. z Via Galena or Wisconsin Division.
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Galena Division
COMMUTATION RATES— Corrected to January 15, 1916 
(Subject to change)
BETWEEN
CHICAGO
AND
K ed zie............
Keeler............
A ustin............
Austin Avenue
Ridgeland---
A venue..........
Oak P ark----
Lathrop Avenue 
River Forest.
M ayw ood---
Melrose Park. 
E lm hurst. . . .  
Lom bard. . . .  
Glen O a k .. . .  
Glen E lly n ...  
College Avenu
W heaton........
W infield........
West Chicago 
G eneva..........
3 t. Charles. Ill
Batavia..........
M ooseh eart.. 
N orth Aurora 
Aurora, 111. .
W ayn e...........
South E lg in .. 
Elgin. I ll........
Dundee. 
Carpentersvill 
Algonquin
IO -08
£3
O .72
O .74 
O .74 
O .74 
O .74
O .84 
O .86 
O f .94
$© .16 
O .20 
O .28 
O .28 
G .32 
O .32 
O .36 
O .36 
G .40 
G .40 
G .44 
G .64 
G .80 
G .84 
G .92 
G .96 
G 1.00 
G 1.12 
G 1.20 
Q 1.44
Q 1.44
G 1.48 
G 1.48 
0 1 .4 8  
Q 1.48
G 1-40 
G 1.48 
O l.'
Crystal Lake.via Gal.Div. Q 1.06
G 1.6: 
0 1 .7  Otl.8 
G2.1
1.00
1.05
1.10
1.20
1.20
1.35
1.40
1.50
1.65
2.20
2.90
3.35
3.35 
3.60 
4.20 
5.50
5.50
6.00
6.25
6.25
5.30
5.90
6.50
7.45 
7.55 
1 7.70 
7.70
$ 1.35
I. 75
2.10
2.25 
2.40 
2.60 
2.60
2.85 
2.95
3.25 
3.55
4.60
5.60 
6.10 
6.10
7.10
7.10
7.60
8.85
II. 50
11.50
11.50
12.75
13.00
13.00
11.00
12.25
13.50
15.00
15.00
111
$ 3.70
4.30 
4.50
4.80
5.00
5.00
5.30
5.80 
5.95 
6.20 
6.60
7.00
7.40
7.40
7.75
7.80
8.30
8.75 
9.70
9.70
9.70
10.00 
10.00 
10 00
9.90
10.00
11.40
l i . r
1 15.00 H 12.75 
...........  12.75
5 P l
© Fares for Interstate trips are higher.
HVia West Chicago or W isconsin D ivision and Crystal Lake, 
t  Via W est Chicago only.
The Chicago, Bur lington and Quincy Railroad
The Chicago, Burlington and Quincy is another of the Chica-  ^
go railroads doing a large suburban business, especially that of 
evening theater t ra f f i c .  To this extent the ten, twenty-five 
and sixty monthly ride tickets have been adopted. In comparing 
the prices for the commutation tickets of the various roads with 
the Chicago, Burlington and Quincy or any other, no exact conclu­
sions can be drawn because each has its  own peculiar and varying 
obstructions to a shorter distance between a suburb served by two 
or more railroad suburban lines.
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Chicago, Burlington and fuincy Railroad
TICKET RATES.
Tariff 28-B Superseding Tariff 28. Effective Jan. 1, 1908.
B e tw e e n  C H IC A G O  
an d
M ile s T ic k e t
R a te
R o u n d
T r i p
1 0
R id e s
2 5
R ia e s
M o n th ly
BO Ridea
♦Canal and 16th Sts. 1 . 4 .05 .10
Western Ave .......... 3.8 .08 .16 .6 0 1.25
Hawthorne............ 6 9 .14 .28 1.05 2 15 3.50
*Morton P a rk ......... 7 5 .16 .32 1 10 2 20 3.75
Clyde.................... 8.5 .18 .35 1.15 2.30 4.30
*La Vergne.............. 9.1 .18 .35 1.20 2 50 4.60
Berwyn.................. 9.6 .20 .35 1 30 2 65 4.75
* Harlem A ve.......... 10.1 .20 .35 1 45 3.00 4.90
Riverside............... 11.1 .22 .40 1 50 3.10 5.00
Hollywood............ 11.8 .24 .45 1.60 3.40 5.20
Brookfield............. 12.3 .24 .45 1.65 3.45 5.25
Congress Park....... 13.1 .26 .45 1.75 3 65 5.40
LaG range, Fif th A  ve 13.8 .28 .45 1.80 3.75 5.50
LaG range, Stone Ave 14.2 .28 .45 1.80 3.75 5.50
Western Springs— 15.4 .30 .50 2.00 4.15 6.00
♦Highlands............. 16.4 .32 .55 2.05 4.30 6.15
Hinsdale................ 17.0 .34 .55 2.10 4.40 6.25
♦West Hinsdale....... 17.8 .36 .55 2.15 4 50 6.50
Clarendon H ills.... 18.3 .36 .60 2.20 4 60 6.75
♦Greggs................... 19.4 .38 .65 2.35 4 85 7 00
♦East Grove........... 20.4 .40 .65 2.40 5 00 7.10
Downer’s G rove... 21.2 .42 .65 2 50 5 25 7.25
♦Belmont............... 22.6 .46 3 00 6 25 7.75
Lisle....................... 24.5 .50 3 40 7 00 8.25
Naperville............. 28.5 .58 3 85 8.00 8.75
*Du Page................ 30.2 .60 4.20 8.75 9.00
♦Thatcher’a ............ 31.6 .64 4.45 9.50 9.25
Eola....................... 33.5 .68 4 80 1 1 .0 0 9.50
Aurora................... 37.4 .74 6.25 13.00 10.00
*Tickets on sale only at Chicago City and Depot Offices.
The legal rate when fare is paid on train is 3c per mile, providing ticket 
office was open for sale of tickets. Half fare for children 5 or more and 
under 12 years of age apply ONLY on one-way and round-trip fares 
quoted in columns 1 and 2. Add sufficient to make half fare end in 
whole cent; minimum half fare 5c.
The Grand Trunk Railway System
The Grand Trunk Railway has also made use of the commuta­
tion tickets of the ten, twenty-five, and f i f ty - fou r  ride type of 
suburban ticket. It  is also the third railroad to figure its sub­
urban fares on a percentage basis.
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The Wabash Railroad, the Chicago and Alton Railroad, and 
the Chicago and Western Indiana Railroad have suburban rates which 
are typical examples of the application of the theory of charging 
what the t ra f f ic  w i l l  bear, in constructing suburban rates for
their individual needs.
Wabash
COMMUTATION TICKET RATES.
BETWEEN
CHICAGO
A N D
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Steele..................
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16.15
16.65 
19.40
C H I C A G O  &  A L T O N  R . R .
C O M M U T A T I O N  T I C K E T S  
A N D  F A R E S
Subject to the Rules and Regulations of the Company
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S u m m it.............. 11.9 .34 .48 4.75 6.00
Mt. Forest.......... 16.8 .34 .68 5.50 6.50
W illow  Springs. 17.5 .34 .68 5.50 7.00
L a m b e r t ............ 21.6 .44 .88 7.50 8.50
L e m o n t .............. 25.3 .50 1.00 8.00 9.00
Lock p o rt ............ 32.9 .66 1.33 10.00 9.50
Jo liet................... 37.2 .74 1.48 13.00 10 00
Chicago and Western Indiana
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47th Street.............. 4.6 .14 10 .50 1.25
55th Street.............. 5.6 .17 .10 .50 1 25
59th Street.......... ... . 6.1 .19 .10 .50 1.25
Englewood (63d St.). 6 .6 .20 .10 .50 1.25 2.30 2.50 3.00
Norm al P ark ........... 7.2 .22 .10 .70 1.65 2.50 2.95 3.65
75th Street................ 8.3 .25 .15 .85 1 90 2.85 3.35 4.20
Auburn Park (79th St.) 8.6 .26 .15 90 1.95 2.95 3.50 4.20
Oakdale.................... 10.1 .30 .15 1.00 2.25 3.50 4.10 5 15
Euclid P a r k ............ 11.0 .33 15 1.10 2.50 3.80 4.45 5.60
Fernwood.................. 11.7 .35 .15 1.20 2.65 4.05 4.75 5 95
North Roseland....... 12.2 .37 .15 1.25 2.75 4.20 4.95 6.20
Roseland.................... 12.7 .38 .15 1.30 2.85 4.40 5.15 6.50
Sheldon P a rk ............ 13.2 .40 .15 1.35 3.00 4.55 5.35 6.75
Kensington................ 13.7 .41 15 1.40 3.10 4.75 5.4i 7.00
Dolton........................ 16.6 .50 .20 1.70 3.75 5.75 6.55 8.45
However great would be the stimulation to travel by subur­
ban service i f  the above rates were lowered is probomathecal. How- 
fever, there has been a movement by the Chicago, Rock Island and Pa­
c i f ic  to revise their suburban rates at various times with the re­
sult that considerable loss has been f e l t  by a fa l l ing  o f f  of 
tra f f ic^
1. L. M. Allen, Passenger Traffic Manager, Chicago, Rock Island, 
and Pacific Railroad.
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VII Operating Organization for Suburban Service
In any railroad business where, a large number of persons 
work together an organization of its forces is required. A promin­
ent railroad o f f i c ia l  has compared the management of  suburban train 
service, in Chicago, with that of a household. Ihe analogy may 
be drawn from the fact that finances o f  each are restricted to a 
certain amount of  money, which may be expended in the operation of 
the service. Ihe household that has'its affairs properly organized 
by the woman in charge with such means as are at her disposal, ex­
periences l i t t l e  d i f f icu lty  in the domestic relation. Whereas in 
contrast to the household whose financial a f fa irs  are managed in a 
haphazard manner, there is l ikely to result a time when l i f e  to­
gether becomes unbearable for one or the other. likewise a sir.?le 
failure on the part of an employee in suburban service to perform 
his duty may result in the disruption of the whole commuter schedule 
and cause considerable annoyance to passengers, and of fic ials si ike. 
In order to render such a situation impossible the o f f i c ia l  in 
charge of suburban service has to provide for the proper supervision, 
o f  the employees with such ibrces as are at his command.
Generally speaking, the purely suburban service has an 
organization o f  its own working separately, but in part interwoven 
with the main organization of the road. I am thinking now of the 
I l l in o is  Central and the Chicago and northwestern. On the other 
hand roads which operate a smaller suburban tra f f ic ,  as the Chicago, ' 
Rock Island and Pacific Railroad, the lake shore, and the Chicago, 
Burlington and Quincy Railroad, have their suburban organization so, 
interwoven with the main organization that i t  is impossible to
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differentiate the one from the other.
The operating organization of the Chicago and northwestern' s'
2suburban d istr ict  consists of a division superintendent , a super­
intendent of passenger terminal, an auditor, an engineer, a master
ri
mechanic, a ticket agent, a train master, and a passenger agent .
The distr ict or terrains! superintendent is the active head 
of the organization and reports to the General Superintendent at 
Chicago. T!e is the man actually in charge of operating the subur­
ban trains over the three divisions within their respective zones, 
and is held responsible for the proper performance o f  the service. ’ 
A l l  the heads of the various sub-departments report to him.
The passenger terminal superintendent has complete charge of 
the handling of trains in and out o f  the terminal, and the neces­
sary forces required for its operation. Reporting Immediately to 
him are the porters, truckers, baggage handlers, and such employees 
as electricians, carpenters, etc. In any case, this off icer should 
be a man o f  such ab il i ty  and experience that the management may 
feel free to repose full  confidence in him and to allow him ample 
authority to act in any emergency. He reports directly to the 
terminal superintendent.
The auditor has charge of a l l  books, and keeps track of a l l  
receipts and disbursements incurred by the suburban service. He 
reoorts to the General Auditor.
The engineer has charge of a l l  forces 83 are necessary to 
look after the construction and repair o f  buildings, the laying j
1. This road is taken as an illustration because it is more o f  
a separate organization than that of the I l l in o is  Central.
2. Called a Terminal Superintendent on the Chicago and Northwest­
ern.
C. Jj c . S . . Himes, /assenger Terminal Superintendent, C & H ,7 Ry.
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pnd renewal of track, and the operation and repair of mechanical 
and electrical equipment, such rs signals and interlocking plants 
used in connection with the operation of trains throughout the 
suburban cone. He reports to the Chief Engineer in charge of
Maintenance of Way.
The master mechanic has charge of a l l  repairs to locomotives 
used in suburban service. He is assisted by a road foreman oi 
engines, whose duties overlap those of the terminal train master, 
on the mechanical side o f  operation. He reports to the Superin­
tendent o f  Motive Power on standards, and to the District superin­
tendent in Charge of  suburban Service on the daily requirements
of the operating department.
The ticket agent has charge o f  the sale of a l l  suburban 
tickets sold in the passenger terminal. He reports to the General .
.Agent, Passenger Department. .
The train master has no o f f ice  duties o f  consequence, 
is an outside man, and is expected to keep on the road almost con­
stantly, observing locomotive performance under suburban service 
conditions, studying the work of trainmen and forming opinions 
about their fitness, and acting generally as eyes and ears to the 
District ■ uperintend ant and the Passenger Terminal Superintendent. 
He is held responsible fbr the service and conduct of train em­
ployees when they are at the terminal, lie is charged with the 
responsibility of seeing that train and engine crews are on duty 
at the designated time before the departure o f  their trains, pro­
perly uniformed, neat and clean, and issues instructions in the 
conduct of their duties while on trains. He reports to both of
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above named officials'*'.
The terminal passenger agent has charge of the information 
bureau, and instructs the gatemen in -the performance of their 
duties. He also sees to it that a l l  schedules pertaining to the 
suburban service are placed for the convenience o f  the public. He 
receives information and asks questions of patrons concerning the 
criticism of the schedules, and reports such adverse criticism to 
the passenger tra f f ic  manager.
The operating organization supervising the Chicago and 
llorthwestern's suburban service is a model in many ways. Every­
thing is provided for the safe and economical supervision necessary 
to the vholesome good of the suburban service.
1. fir. V/ithreid, Train blaster suburban zone.
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VII I  Conclusion
I t  is necessary in a conclusion to '1 '-nee back over the 
lata and see i f  the subject matter is fu l f i l l in g  its task. In do­
ing this one might ask, are the steam railroads operating suburban 
service in Chicago fu l f i l l in g  their obligations, or, in other words, 
are the roads operating the service giving reasonable returns to 
the public, using them, in both money and services. In the pre­
vious chapters we have endeavored to establish the fact that r a i l ­
road suburban service in Chicago is important, and capable of be­
ing further developed, provided adequate returns are given the 
railroads by those receiving the benefits.
The increase in the population a nd size of the city of 
Chicago has been influenced to a great extent by the railroad sub­
urban service. The effective size of Chicago, therefore, is l im it­
ed not by the ease with which the people from the outside can reach 
i t ,  but by the transportation fa c i l i t i e s  at hand whereby the c i t i ­
zens themselves can travel within its bounds. Strict ly  speaking, 
Chicago may have any area from a couple of hundred acres to a 
hundred square miles, but the real and affect ive  limits are set by 
the distance at which the workingman's residence may conveniently 
be removed from his place of work, which is in turn limited by the 
speed and cheapness of railroad suburban travel.
The typical suburban car used on the railroads operating 
suburban service in Chicago is the open, one room style, having 
doors at each end. This type of car has an aisle running down 
the center between two rows o f  comfortable upholstered seats. They 
are built o f  wood, such as oak and walnut, and have seen continous
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Service on the main line before being transferred to suburban ser­
vice. The tendency as yet is not to insta ll steel equipment since 
i t  is heavier and demands heavier locomotive power to move it  at 
the present demanded speed of suburban service. I t  also increases 
the cost of operating the service. On some of the later cars, 
however, the I l l in o is  Central being typical, the under frame is of 
steel construction. In winter the cars are heated by the univer­
sal American policy, whereby steam at reduced pressure from the 
locomotive boiler is u tilized  through the steam pipes placed along 
the lower sides of the car, below the windows.
Illumination is another factor of immense importance to 
passengers on suburban trains. Every suburban passenger wishes 
to economize his time spent on the train by reading a morning and 
evening oaper. Nothing could be more annoying in this case than 
poor lighting which does not permit passengers to read comfortably. > 
The gas lamps in common use should be replaced by screened e lectric  
lamps which give a light that is without a suggestion of glare, 
and are cleaner and free from odor and smoke, xhe general plan of 
having a dynamo, as on cars of the main line, attached to an out 
rigger hung on the truck and driven by the axles as they revolve 
in travelling is recommended. TIThen the train is not running the 
employment of accumulators would store up sufficient e lec tr ic ity  
for use during the period.
Jhe above recommendations are, however, of importance in 
so far as they pertain to the design of the equipment used in the 
suburban service.
Erom the point of view of the service offered it  may be 
concluded that a l l  of the railroads operating a suburban business
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in Chicago are giving at least dollar for dollar value to the 
patron in actually meeting the requirements demanded of a cheap 
and e ff ic ien t service.
That the service offered by the suburban railroads is an 
economic asset to the city  of Chicago and to each individual res i­
dent of Chicago can not be denied. The results have been that the 
earlier  limits of the city have been extended, and outlying pro­
perty developed and enhanced in value.
However the suburban service as operated in Chicago has 
certain limitations placed upon i t  as shown in preceding chapters, 
and i t  is doubtful whether the service can be extended very much 
farther without resulting in a general increase in suburban rates. 
Moreover i t  has been further shown that an increase in suburban 
rates would be prohibitive to suburban travel. I t  appears, there­
fore, that the problem of suburban service extension can only be 
brought about by a reduction in the general expenses of the ser­
vice as operated.
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The original sources used were the suburban 
time-tables and schedules issued by the 
following railroads.
I l l in o is  Central Railroad
Chicago, Rock Island and Pacific Railroad
Wabash Railroad
Chicago and Western Indiana Railroad 
Chicago and Northwestern Railroad 
Pennsylvania Lines 
Grand Trunk Railroad
Chicago, Burlington and Quincy Railroad 
Chicago and Alton Railroad
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Interv iews
Interviews were held with the following railway o f f ic ia ls  
in regard to the various problems arising out of the operation and 
supervision o f  railroad suburban service, and for the purpose of 
obtaining such statis tica l data as they had at their disposal.
Mr. L. A. Robinson, Comptroller, Chicago and Northwestern 
Ra ilroad.
Mr. H. R. licCullogh, Vice-president Traffic  Department, 
Chicago and Northwestern Railroad.
Mr. W. J. Towne, Assistant general Manager, Lines East, 
Chicago and Northwestern Railroad.
*Mr. C. I .  Sturgis, General Auditor, Chicago, Burlington, 
and Quincy Railroad.
Mr. ?. 3. Eustis, Passenger Traffic Manager, Chicago, 
Burlington and ^uincy Railroad.
Mr. F. P. Clark, Assistant Superintendent Chicago Division, 
Chicago, Burlington and Quincy Railroad.
.Jr. A. C. Coxworth, Chief Clerk o f Passenger Department, 
Chicago, Burlington and Quincy Railroad.
*Mr. L. M. Allen, Passenger Tra ffic  Manager, Chicago,
Rock Island and Pacific Railroad.
*Mr. F. Nay, Comptroller, Chicago, Rock Island and pacific 
Railroad.
*Mr. F. H. Hemes, Superintendent Passenger Terminal, Chicago 
and Northwestern Railroad.
Mr. C. L. Kimball, Assistant General passenger Agent, 
Pennsylvania Company.
Mr. R. W. Stevens, General Superintendent, Chicago and 
Western Indiana Railroad.
Jr. Prank Spink, Traffic Manager, Chicago and Western 
Indiana Railroad.
..Jr. I. J. Foley, General Manager, I l l in o is  Central Railroad
Jr. S. G. Hatch, Passenger Traffic  Janager, I l l in o is  
Central Railroad.
Jr. 11.?. Blauvelt, Comptroller, I l l in o is  Central Railroad.
*Mr. G. W. Berry, Terminal Superintendent Chicago, I l l in o is  
Central Railroad.
* Communications a Iso carried on by cor respondence with 
the above o f f ic ia ls .
